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PUBLICITY FOR RATE CHANGES 

The Traffic World has perfected an arrangement 
by which it will next week begin printing the 
dockets of the western district freight traffic com- 
mittees, with which proposed rate changes in the 
West, under the machinery now used, originate. 
This will enable interested shippers to know in ad- 
vance what is proposed, so that they may be heard 
if they care to protest or to suggest anything. The 
district committees will send these dockets to us 
under instructions from the Western Freight Traffic 
Committee, which, as has already been announced, 
is also supplying us with the rate authorities issued 
by it, which authorities are abstracted and printed in 
our Daily Traffic World and Traffic Bulletin and in 
our weekly Traffic Bulletin. Thus far the Eastern 
and Southern freight traffic committees have failed 
to make any such arrangement for publicity, though 
it is expected that they will. It is understood that 
the Western Committee has done what it has done 
in this respect without seeking authority from the 
Railroad Administration, and it is entitled to com- 
mendation for its progressive spirit and its willing- 
ness to co-operate with the business public. Its 
plan would, if generally followed, necessarily re- 
move all the objection that has been urged to the 
secretive methods of the Railroad Administration 
in the making of rate changes. 


CONSOLIDATED CLASSIFICATION 
Thus far the outstanding feature of the hearings 
. being held over the country on the proposed con- 
solidated freight classification is the opposition in 


the West to the proposed rule ten. In fact, there 
has been little else to attract extraordinary atten- 
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tion, though the hearings in the South have only 
just begun and it is a fact, also, that hearings with 
respect to some of the more important commodities 
have been postponed altogether until next month. 
We think it likely, however, that even when all the 
returns are in, the opposition to rule ten in the West 
—and possibly also in the South—will continue to 
be the most important fact for the consideration of 
those charged with the responsibility of making a 
decision. 

It is the practically unanimous opinion of those 
who have appeared at the western hearings to pro- 
test against the putting into effect of this rule, that 
it would work to their hurt. They fear for their 
jobbing interests the competition of eastern con- 
cerns, which, through the opportunities afforded by 
limitless mixtures, might come into the field at such 
freight rates as would enable them to put out of 
business, or at least badly cripple, industry in the 
West.. The predictions of the distress that would 
result have run the gamut from the overthrow of the 
jobbing business in the West to the ruin of the 
small farmer, who, following the wreck of the re- 
tailer in the wake of the vanishing jobber, would no 
longer have a market for his product. 

It is a question, of course, whether or not there is 
reasonable foundation for these fears, and that ques- 
tion will have to be decided by the Commission in 
its recommendations to the Railroad Administra- 
tion—if that is to be the course of the proceeding, as 
we understand it is—and then, in turn, by the Rail- 
road Administration in acting on such recommenda- 
tions. If the rule is to be made effective those who 
make it so will have to decide, either that the west- 


\ern business men do not know what they are talk- 


ing about—that they are frightened by a bugaboo or 
that even if there may be some ground for their 
fear as to what would happen, the bad would be 
overbalanced by the good—or that those who have 
appeared have not been truly representative of 
western business and economic thought. To tackle 
either horn of the dilemma is not a light responsibil- 
ity, for the opinion of practical business men as to 
what would or would not happen to their business 
under a given set of circumstances is much more 
likely to be correct than the opinion of a group of 
theorists, and to say that those who have appeared 
to protest are not representative would hardly be 


‘convincing, in view of the fact that the sentiment 


expressed was entirely one-sided, no one identi- 
fied with western business interests having ap- 
peared to take issue with it. If there is another 
opinion among western business men it would have 
been well to bring it out. As the case stands there 
is nothing of that sort in the record for the informa- 
tion of the Commission or the Administration. 
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So we shall watch with interest: for the decision. 
The Commission will be much more likely than the 
Railroad Administration to decide the case on what 
appear to it to be the economic facts, regardless of 
the opinion of those who have protested. The Ad- 
ministration will be more likely than the Commis- 
sion to be influenced by the fact that, right or wrong, 
the West does not want the rule. In other words, 
the Railroad Administration is more likely than the 
Commission to be influenced by political considera- 
tions. In saying this we are not thinking altogether 
of politics in its narrower and more popular mean- 
ing, but in that wider sense which might be held to 
justify the giving to the country or to a section of 
the country what its people desire, regardless of 
whether the doctrinaires may or may not think it 
good for them, 

It is to be said that in deciding his case the de- 
sire for uniformity for its own sake ought not to 
blind the vision. There is nothing sacred about uni- 
formity, however desirable from many points of 
view it may be. Even the fact that shippers them- 
selves, through their representatives—the Commis- 
sion, the state commissions, and Congress—have 
agitated for uniformity, is not a conclusive argu- 
ment. They may have been mistaken. Perhaps they 
did not know what was good for them. They have 
a right to change their minds if they see that to 
give them what they asked involves giving them 
something they do not want. 

The members of the committee that prepared the 
consolidated classification, present at the hearings, 
have met inquiries as to why it has been thought 
necessary to force this rule on the West, by saying 
that they were instructed by the Railroad Adminis- 
tration to make rules and descriptions uniform. 
That is reason enough for them, of course. They 
did what they were told, as they had to do. But 
tothe business man who is affected by their action, 
that is not a satisfying answer. It merely shifts to 
the Administration from the individual members of 
the committee the point of their attack. The rule 
to them is no more welcome—though they may be 
forced to accept it—because it may be the only pos- 
sible way of complying with the instructions of the 
Administration to make uniform rules: and descrip- 
tions. 

If it be true, as has been said repeatedly in the 
course of the hearings, that without this rule there 
cannot be the uniformity ordered, and if it be true 
that the rule would work on established business a 
hardship out of proportion to any benefits received, 
the answer, of course, is that then there should be 
no uniformity. That is the issue and there is no 
use in attempting to dodge it. Perhaps Examiner 


Disque or some of the others who are giving their 
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earnest thought to the subject, may be able to dis- 


cover some way out of the difficulty by maintain- 


ing the rule in the East and the specific mixtures 
in the West, at the same time preserving uniformity 
of descriptions. Suggestions along this line that 
have been made up to this time have been declared 
impracticable by the representatives of the carriers 
who prepared the classification, but still some way 
may be found. If none can be found, the case is 
indeed serious. 


THE FOURTH LIBERTY LOAN 

In this issue we publish the announcement o/ a 
plan in which, under an organized method, the co- 
operation of every employer is requested in order 
to help in the promotion of the fourth Liberty Loan. 
That announcement is worthy of careful and imme- 
diate attention and action. 

It is certainly not difficult to see how the ener- 
getic carrying out of this plan may produce results 
helpful not only to the Liberty Loan but to Ameri- 
can business. 

The tremendous impetus which Charles M. 
Schwab has given to shipbuilding has been largely 
achieved by making every individual engaged in the 
industry feel a personal responsibility for results 
and a personal pride in helping to make great re- 
sults possible. 

This spirit of accomplishment in the shipbuilding 
industry has been brought about by the leaders— 
the “bosses”—making it a business to come in per- 
sonal contact with the workers and to inspire the 
men with a sense of the importance of their work 
for victory in the war—a sense of personal respon- 
sibility and a spirit of teamwork. 

The creation of that spirit among the workers of 
the nation in all lines of activity would be of in- 
calculable benefit to the workers themselves, to em- 
ployers, and to the nation. 

Concretely two of these results would be to quick- 
en and increase the response to all war measures 
such as Liberty Bonds, War Saving Stamps, the 
draft, and food and fuel saving, and to make the 
worker feel more keenly his responsibility to do his 
work (no matter what its character) to the very best 
of his ability—to make him feel the necessity of 
sticking closely to his job. 

Employers generally should pursue with intelli- 
gent enthusiasm the plan of “Win-the-War’ meet- 
ings proposed as a means of aiding thé rapid flota- 
tion of the fourth Liberty Loan. The results of 
such action will not only be helpful in the loan drive, 
but they will be permanently helpful to the nation 
through the development of a keener realization by 
the worker of the importance and dignity of his in- 


dividual job and the necessity for personal respon-— 


sibility and helpful team work. 





Septe! 


Cu 


ta - 





regard. 
is base 
appare 
establi: 
money 
orders. 
which 
where 
telephe 
more. 
subscri 
It wou 
on tho: 
telepho 
tion of 
tive of 
ignored 
tions w 
employ 
qualifie 
tion of 
unadvis 
about. 
porarily 
imposec 
ice. Tl 
to disee 
though 
an inst. 
placing 
charge 
prescrik 
out givi 
position 
know of 
of the 
statute 
was tha 
show hi 
that kil 
courts y¥ 
federal 
challeng 
would b 
authorit; 


McAd¢ 
been dré 
hot pron 
holders 
Director. 
have be 
Director- 
his hand 
use of f] 
tent tha 
80 as to 
sinkins 
refused t 
stockh ol¢ 
of the q 
Other ve; 
Clare an 
that the 





September 14, 1918 


in Washington 


Burieson’s Arbitrary Exercise of 
Power.—Officers of the telephone 
companies and state commissioners 
who come in contact with Postmaster- 
General Burleson in an official way 
think Director-General McAdoo is mild 
in comparison with the head of the 
wire service. Mr. McAdoo consults, 
they believe, with his advisers, but 
Burleson, so far as they can learn, 
does not. His advisers are First As- 
sistant Postmaster-General Koons, So- 
licitor Lamar and David J. Lewis. 
This belief that Burleson is even -dis- 
regardful of legal rights and the authority of local bodies 
is based largely on the fact that he issued bulletin No. 5 
apparently without consulting anybody. That bulletin 
established installation charges based on the amount of 
money a subscriber is to pay for the telephone service he 
orders. The rates are $5 for installing a telephone on 
which the charge is to be $2 per month or less, $10 
where the charge is to be $4 per month, and $15 on 
telephones on which the monthly charge is to be $10 or 
more. The installation charge will be imposed only on 
subscribers who are ordering telephones for the first time. 
It would not be surprising, however, if it were imposed 
on those who are forced to change the location of their 
telephones. The Postmaster-General ordered the imposi- 
tion of these charges without consulting any representa- 
tive of any state commission. Director-General McAdoo 
ignored the state authorities, but he had many consulta- 
tions with his advisers who, at that time, were all former 
employes of the railroads. No shipper was even told un- 
qualifiedly that consideration was being given to the ques- 
tion of advanced rates. Users of telephones were equally 
unadvised as to What the Postmaster-General was thinking 
about. Some of them may have had their telephones tem- 
porarily disconnected and the installation charge may be 
imposed on them when they ask for a restoration of serv- 
ice. The inference is that the Postmaster-General desires 
to discourage any increase in the use of the telephone, 
though if a person really needs a telephone, it is felt, 
an installation charge of even $15 will not prevent the 
placing of the order. This imposition of an installation 
charge has the indirect effect of increasing the rates 
prescribed by the local authorities and of doing so with- 
out giving any attention to the state statutes. The im- 
position is to be made by corporations. The states do not 
know of any law authorizing the official placed in charge 
of the operation of the wires to establish rates. The 
statute is silent on the subject. Before this war the rule 
was that an official pretending to perform any act must 
show his authority. Burleson cannot show anything of 
that kind, nor can any telephone corporation. If the 
courts were inclined to regard any rule as binding on any 
federal official during the war, the chances are that a 
challenge of the lawfulness of the installation charge 
would bring an opinion to the effect that it was without 
authority in law. 


— Topics 


McAdoo’s Views on Dividends.—The inference has 
been drawn that because Director-General McAdoo would 
not promise dividends th@re may be some railroad stock- 
holders who will not receive any because it will be the 
Director-General’s opinion that dividends hereofore paid 
have been “improvident.” That word was used by the 
Director-General in explaining why he promised to keep 
his hands off the “just compensation” to be paid for the 
use of the property of the railroad companies to the ex- 
tent that he would not impair that “just compensation” 
80 as ‘o imperil the payment of interest, contributions to 
Sinking funds, and other so-called fixed charges, but 
refused to make that promise in regard to dividends. The 
stockholders are wondering if he has authority to judge 
of the quality of the acts of the corporation officers in 
other years. The point is made that dividends were de- 
clared and no state officer charged with the duty of seeing 
that the laws against fictitious dividends made objection. 
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In other words, the dividends were legal when declared 
and paid, but now, indirectly, an officer of the federal gov- 
ernment, without clear authority, they think, proposes to 
say that some dividends were paid without having been 
earned. Usually when a lessee takes a piece of property 
and agrees to maintain it, he takes it with knowledge that 
it has not been kept in as good repair as he would have 
kept it had it been his, but that does not give him author- 
ity to hold out on the rent to bring it up to the condition 
that meets his idea as to what would have been proper 
before he leased the property. Courts, in time of war, 
are not ever present helps in time of trouble of that kind, 
if it is trouble. 


Charges Against Just Compensation.—There has been 
considerable discussion, heated at times, as to the rights 
of the railroad stockholders, legal and equitable. For 
years the railroad stockholder has been the favorite punch- 
ing bag of a certain kind of patriots. That element seems 
to hold that if the government can take a man and com- 
pel him to lose his life by going into the trenches, it is 
certainly monstrous to weep over the possibility of that 
same government depriving a stockholder of his dividends. 
The other view is that when the country asks the citizen 
to go into the trenches, it does not say to him that it 
may take a notion to shoot him or stab him in the back. 
The risk of death comes entirely from the enemy. It is 
the German who takes the lives -of American citizens. 
The argument, it has been suggested, would be fine if 
the possible loss of dividends were to come from acts of the 
public enemy. If the Germans came over and so damaged 
a railroad as to make it impossible for that road to earn 
enough to pay dividends, the rule would be that that is 
the misfortune of the owners of that property. No gov- 
ernment or insurance company is liable in damages for 
what the public enemy does. But, it has been asked, 
would Director-General McAdoo be the public enemy if 
he decided, for instance, that the New York Central had 
so long deferred proper maintenance that he really had 
to spend every cent it took in to bring it up to a condition 
for safe operation? Suppose he decided to make an ex- 
tension or an improvement which the officers of the com- 
pany, years ago, had condemned as not worth what it 
would cost. Should that be a wrong without a remedy? 
In another form, the two questions have been combined 
into a single query as to whether there should be no 
check on the Director-General, except what he cared to 
impose on himself, in the charges he makes against that 
“just compensation” the government is to pay to the own- 
ers of the railroads. 


Railroad and Wire Company Stockholders Compared.— 
Railroad stockholders really have no reason to complain, 
they will find, if they compare their own with the case 
of the stockholders in the telegraph and telephone com- 
panies. The resolution under which the property of the 
latter was taken gives them no assurance of any kind 
of compensation beyond what the Postmaster-General may 
think is fair. The largest company has been paying eight 
per cent on its stock. In view of the fact that the govern- 
ment is paying only a shade over four per cent for the 
money it borrows on bonds, Mr. Burleson may conclude 
that that amount, plus enough to pay taxes on the income 
that may be derived, will be enough for the owners of 
telephone stock. He might figure that at 5.5 or possibly 
6 per cent. If an offer of that much were made, the 
court of claims would be open for those who think it 
would not be enough, but getting into any court, with the 
government on the other side, is a tedious and expensive 
business. Unless the litigant has a long pocketbook he 
goes broke before the court can possibly decide. Besides, 
the whole claim of a company or coterie of stockholders 
must be put in at one time. How could a telephone com- 
pany know, until after the government surrendered its 
property, what claim to present? That may be years hence. 
Most stockholders need their money every six months. 
They could not wait until the end of the war and then 
until the court of claims passed on the case. All this 
discussion that is taking place is on the assumption that 
Mr. Burleson will be no more liberal than Mr. McAdoo. 
Those who think they know him believe he will not be 
so liberal. Some day, of course, the courts will do justice. 


A. B. H. 
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Consolidated Classification Hearings 


Rule No. 10, as Proposed, Continues to Meet Opposition in the South—The Hearing at 
. Ft. Worth, Texas—Denver Hearing Finished 









(By a Staff Correspondent) sugar in single-bag containers, than in similar shipments 
Yolo., Sept. 6—The hearing here closed to-day. im double bags. 

It a > ot gly termed a on day. Honey oe “Eighth—That under the order of the Director-General 
sugar were the commodities considered and one of the of Railroads providing for the consolidated classification 
witnesses was a young woman. embracing the Southern, Official and Western classifica. 
Mrs. Hilma Carson, representing the Colorado Honey tions in one, it was contemplated and directed that such 
Producers’ Association, and L. W. Thorpe, representing Consolidation should be made upon the basis of the then 
-the Montana State Beekeepers’ Association, protested ¢xiSting classifications and that said order was made 
against the increase from fourth to second class on strained solely for the purpose of expediting and facilitating the 
honey in Western Classification. transportation of freight and the saving of expense inci- 
Caldwell Martin, for the Great Western Sugar Company, dent thereto through the elimination of rebilling, and said 
filed a formal protest against the proposed change in order of the Director-General of Railroads In no wise 
classification of sugar shipped in single bags, L. C. L., and contemplated or authorized any change in existing classif- 


i f a differential in freight rates between Cations. ; 
pone tag ge oe «say yn in single oa ie C. L., as pro- “Ninth—That there have been no complaints made to the 


posed in Western and Official territories. His witnesses Great Western Sugar Company against the shipment of 


my _ Gri Purchasin ent ‘Sugar in single-bag containers in L. C. L. shipments by 
were Traffic Manager E. ‘R. Griffin and ? ~ railroads participating in the transportation of such sugar.” 



















H. J. Miller. 
The protest was joined in by the American Beet Sugar Hearings at Fort Worth. 
Compety ane Ge Sey See Cpe. Fort Worth, Tex.—The Fort Worth hearing on the pro § case | 







After a long discussion as to the merit of the cotton “ : : 
bag as a shipping container, Examiner Disque appointed posed consolidated classification began at 2 p. m. Sep 
, ‘ : tember 9 in the directors’ room of the Chamber of Con- 

Mr. Miller a committee of one to confer with the carriers ke : Di idi a. § 
on a description of a cotton bag that would keep out the Merce, with agony eg ce ing, t i 4 start 
lighter and cheaper bags, but that might make it possible eims due to the late arrival of the party from Denver. 
’ Those who entered appearances were H. D. Driscoll, 


SUNDE 
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| 
to retain the present ratings, at least until after the war. pepreseniien: Wess Chamber of Gummeten, Geane lates te 
Following is the protest filed by the Great Western trial Traffic League, Texas Butter, Egg and Poultry Asso- <u 
Sugar Company: . . ciation and the Texas Nurserymen’s Association; G. H.™ BY DIV 
| “First—That the single cotton baggings now and here- Zimmerman, representing William Cameron & Co., Inc,@ Comp 
tofore used by the Great Western Sugar Company aS Waco; H. G. Struble, representing Hale-Halsell Grocery § commoc 
containers for sugar (36-inch-2.85 yards sheeting) are of Company and the Oklahoma Wholesale Grocers’ Associa-(§ 27, 1917 
sufficient and adequate strength to contain and carry jon: Adams Calhoun, representing the Texas Cottonseed loads o 
' safely one hundred pounds of sugar in L. C. L. shipments. Crushers’ Association; Roy L. Goebel, Cooper Grocery points 
“Second—That, by reason of war conditions, resulting if (Company, Waco; S. C. Griffin, Sugar Land Industries, tober 9. 
' delays and uncertainties in foreign shipping, the Great Sugar Land; C. D. Mowen, Arkansas Wholesale Grocers’ exceede 
/ Western Sugar Company has been forced to anticipate Association and Fort Smith Traffic Bureau; H. S. L. Hom 4ks re} 
and to provide many months in advance for materials medieu, Orange Chamber of Commerce; U. S. Pawkett, for the 
i for containers for sugar manufactured by said company, ¢oythwestern Industrial Traffic League, the Texas— sion int 
i by reason whereof said company now has on hand ma- jnquystrial Traffic League and the San Antonio Per 100 
i terial for single cotton bags, already manufactured or freight Bureau; Charles H. Bland, Beaumont Cham The f 
' in process of manufacture, aggregating one million three er of Commerce, Rice Millers’ Association and the South-™ ments, 
1 hundred thousand bags, which material was acquired by ern Rice Growers’ Association; R. C. Fulbright, Texas fates cl 
| said company in anticipation of the requirements of the jJnqgependent Refiners of Lard and Lard Substitutes and 
company and at periods when burlap or other bagging the Texas Cottonseed Crushers’ Association; W. V. Hardie, 
) material in requisite amounts and dimensions could not goythwestern Industrial Traffic League, Oklahoma Traffic i 
' be obtained by said company. Association; S. H. Cowan and D. B. Pelton, Texas Live 
“Third—That the use of single cotton containers by Stock Shippers’ Protective League; C. Hollady, Texas § Beemer. 
sugar manufacturers should be fostered and encouraged by Hardware Jobbers’ Association; F. A. Lallier, Galveston B clarkson 
] the federal Railroad Administration and by all carriers in- Commercial Association; F. A. Leffingwell, Houston Chan- §f Creston. 
i somuch as the use of such containers tends to the con- ber of Commerce and South Texas Wholesale Grocers’ me;..... 
servation of bagging materials, to lower the cost of sugar Association; E. P. Byars, Fort Worth Chamber of Com- Dodge. . 
to the uftimate consumer, to promote the consumption merce. . Hooper. 
of products grown in the United States, and to lessen - After stating what the hearing was for, Examiner Disque 
and decrease the requirements of foreign shipping. said he supposed most of those present were interested 
“Fourth—That the use of single-bag containers of similar in the proposed rule 10 and he asked Mr. Fyfe to make § leigh... 
or lighter material is permitted for commodities of similar a statement with reference to that rule. This he did. Sten 
character in L. C. L. shipments. 5 W. V. Hardie asked if the rule would only apply to Mallen’. 
“Fifth—That the loss and damage, if any, of sugar Class rates and Mr. Fyfe said the consolidation committee 
shipped in single-bag containers is due primarily to in- had nothing to do with respect to the classifications be ee 
tensive loading, defective equipment and inefficient freight ing made to apply to commodity tariffs, but he supposed — 
handlers employed by carriers. this would sooner or later be done by those issuing the Plainview 
“Sixth—That the proposed change in classification of tariffs. : ser. 
sugar in single bags in L. C. L. shipments will result in The examiner stated that, due to the docketing of the Sat Pai 
an increased transportation cost to the extent represented later hearings, briefs may be filed on or before Decembet i a 
by the increase between third and fourth class ratings 1 and that there will be no reply briefs. ai oh, re 
which will amount to from 16% per cent to 33 per cent U. S. Pawkett, who had been selected to conduct the nlai es 
increase over the shipping of the same sugar in double case in Fort Worth for the shippers, speaking for numer ao. 
bags. ous chambers of commerce as well as for half a dozet _ ion 
“Seventh—That the increase in freight rates provided individual shippers, desired to enter objection against ais of 
by General Order No. 28 on all shipments of sugar is the application of rule 10 into Texas, Arkansas, Oklahomé — 
adequate and sufficient to compensate the federal Railroad and that part of Louisiana lying west of the Mississipp— | _ 
Administration and the carriers for any alleged hazard River. He said it would be more to the interest of the ogee 
incident to the transportation of sugar in L. C. L. ship- People that the mixture rule be too much restricted thi ~ lle 
ments of sugar in single bags without the necessity for too little. He said there was no commercial necesslt comm odi 





the creation of a higher rate for L. C. L. shipments of (Continued on page 523) over the 
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Decisions of Interstate Commerce Commission 
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RATES ON SALT 


CASE NO. 9586 ‘ (51 I. C. C., 21-22) 
SUNDERLAND BROTHERS COMPANY VS. CHICAGO, 
& QUINCY RAILROAD COMPANY ET AL. 
Submitted July 19, 1917. Opinion No. 5362. 

Rates on salt, in carloads, from Hutchinson, Kan., to certain 
points in Nebraska not shown to have ‘been or to be unrea- 
ene or otherwise in violation of the act. Complaint dis- 

missed, 

BY DIVISION 3: 

Complainant is a corporation dealing in salt and other 
commodities at Omaha, Nebr. By complaint, filed March 
27, 1917, it alleges that defendants’ rates on certain car- 
loads of salt shipped from Hutchinson, Kans., to various 
points in Nebraska between October 19, 1914, and Oc- 
tober 9, 1916, were unreasonable to the extent that they 
exceeded the aggregates of the intermediate rates. It 
asks reparation and the establishment of reasonable rates 
for the future. The claim was filed with the Commis- 
sion informally May 26, 1916. Rates are stated in cents 
per 100 pounds. 

The following statement shows the details of the ship- 
ments, together with the combinations of intermediate 
rates claimed: 


Com- 
bination 
Car- Rates rates 
Destination loads Routes charged claimed 
Cents Cents 
Jeemer 3 C.. RL. & P.. Ry... Léncoin, 
Neb.; C. & N. W. Ry.... 21% 21 
Clarkson do. 2146 21 
i ~ 1 d 21 


21 
z1 


R., Fremont, 
N. W. Ry 
C., R. I. & P. Ry., Lincoin 
; Neb.; C. & N. W. R 
Lindsay 
Mullen 


The rates applied were joint commodity rates, except 
on the shipment to Hooper, which was diverted by com- 


Dlainant over the route traversed and to which a com-- 


bination rate of 24 cents, composed of specific commodity 
tates of 15 cents to Fremont and 9 cents beyond, was 
Properly applied. The combination rate claimed on that 
shipment is composed of the 15-cent rate to Fremont and 
a distance commodity rate of 5 cents, in effect at the 
time shipment moved, beyond. But there was contem- 
boraneously in effect from Fremont to Hooper a specific 
commodity rate of 9 cents, which would take precedence 
over the 5-cent rate if the joint rate were canceled. 





Salt, in carloads, is rated class C in the western classi- 
fication, which governs. The claimed combination rates 
on other than the Hooper shipment are made up of a 
commodity rate of 12 cents to Lincoln and the following 
class C rates beyond: To Snyder, 8 cents; to Beemer, 
Clarkson, Creston, Dodge, Leigh, Stanton, and West Point, 
9 cents; to Lindsay, 10 cents; to Newmans Grove and 
Plainview, 11 cents; and to Mullen, 23 cents. These in- 
termediate rates were in effect at the time the shipments 
moved, but, while there were no specific commodity rates 
beyond Lincoln, there were commodity distance rates, 
which, in combination with the rate of 12 cents to that 
junction, resulted in rates equal to or higher than those 
assailed. In the absence of specific through rates or a 
prescribed method of constructing combination rates, the 
commodity distance rates would have taken precedence 
over the class rates in the construction of through rates. 
The class rates to the points on the Chicago & North 
Western have since been increased so that in combina- 
tion with the 12-cent rate to Lincoln they also would 
result in through rates higher than those assailed. 

The Chicago, Burlington & Quincy admitted that the 
rate charged on the shipment to Mullen was unreasonable 
to the extent that it exceeded the claimed combination 
rate and is willing to make reparation. It testified that 
the carriers have under consideration the adjustment of 
rates on salt from Kansas producing points to stations in 
Nebraska so that they will not exceed the lowest com- 
binations on recognized basing points. The admission of 
the carrier is not conclusive as to the reasonableness of 
a rate. 

We find that the rates assailed are not shown to have 
been or to be unreasonable or otherwise in violation of 
the act. An order dismissing the complaint will be en- 
tered. 


CHARGES ON SULPHURIC ACID 


CASE NO. 9981 (oil LE Cc. €., 1-44) 

GEORGE C.»HOLT AND BENJAMIN B. ODELL, AS RE- 

CEIVERS OF AETNA EXPLOSIVES COMPANY, VS. 

ALABAMA GREAT SOUTHERN RAILROAD COM- 
PANY ET AL. 

Submitted June 20, 1918. Opinion No. 5359. 
Charges assessed on certain shipments of sulphuric acid, in 
tank cars, from points of production in the southeast to Em- 


porium, Sinnemahoning, Mount Union, and Oakdale, Pa., 
found to have been unreasonable. Reparation awarded. 


Division 3, Commissioners Harlan, Hall and Anderson. 

The complainant in this proceeding, filed Nov. 24, 1917, 
by the receivers of the Aetna Explosives Company, a cor- 
poration engaged in the manufacture of explosives, alleges 
that unjust and unreasonable rates were charged on cer- 
tain shipments of sulphuric acid, in tank cars, forwarded 
between November, 1915, and March, 1916, from points of 
production in Alabama, Georgia, Mississippi and South 
Carolina to Emporium, Sinnemahoning, Mount Union and 
Oakdale, Pa. Reparation is asked, based on rates which 
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were established shortly after the shipments had moved. 

Sulphuric acid is produced at various points in the 
southeast, where prior to the European war its principal 
use was in the manufacture of fertilizer. When the war 
broke out and the supply of acid manufactured north of 
the Potomac and Ohio rivers became inadequate to meet 
the increased demand by manufacturers of munitions, the 
Aetna Explosives Company contracted to purchase a large 
quantity in Atlanta, Ga., and other points in the southeast 
at a price of $22 per net ton f. o. b. point of shipment. 
At that time there were no through commodity rates from 
the southern producing points to points in Central Freight 
Association and Trunk Line territories. The through 
sixth class rates were applicable on shipments moving 
via the Virginia cities gateways, and the sixth class rates 
to the Ohio River, and proportional rates beyond on traffic 
routed via Ohio River crossings. The rates applicable 
from the Ohio River to Emporium, Sinnemahoning and 
Mount Union, points in Trunk Line territory, were the 
fifth class proportional rates from Cincinnati, O., and to 
Oakdale, a point in Central Freight Association territory, 
90 per cent of the fifth class proportional rate from Cin- 
cinnati. 

The class rate adjustment was unsatisfactory to the 
complainants, and application was therefore made for the 
establishment of joint through commodity rates on a sub- 
stantially lower basis. Accordingly, a distance scale was 
constructed .over the southern lines based on the rates 
prescribed in International Agricultural Corporation vs. 
L. & N. R. R. Co., 22 I. C. C., 488 (The Traffic World, 
March 2, 1912, p. 401), for the movement of sulphuric 
acid from Copper Hill, Tenn., to southeastern points, and 
effective Jan. 10, 1916, and March 2, 1916, through rates 
were published predicated on this distance scale to the 
Virginia cities or Ohio River crossings, plus the northern 
lines’ sixth class specifics from Richmond, Va., or fifth 
class proportional rates from Cincinnati. The combina- 
tion which produced the lowest rate was made applicable 
via either the Virginia cities or Cincinnati. 

Before these commodity rates became effective, a num- 
ber of shipments were made. There seems to have been 
much uncertainty on the part of the carriers as to what 
rates were properly applicable, as in many instances dif- 
ferent rates were charged for the movement between the 
same points over the same route. Frequently the rates 
charged exceeded the tariff rates then in force. The fol- 
lowing table, taken principally from exhibits filed by the 
complainants, shows the distances over the routes of 
movement, the maximum and minimum rates charged, the 
tariff rates then in effect, those subsequently established, 
and rates based on the distance scale of the southern 
lines extended to include the points of destination: 


TO EMPORIUM. 
Subse- 


Rates Tariff quent Scale 
From— Miles. charged. rate. rate. rate. 
Atlanta, Ga. ....... #980 $11.00 $11.00 $6.96 $6.10 
Athens, Ga. ....... +933 13.40 11.00 6.90 5.85 
Valdosta, Ga. ..... $1,087 11.46 10.40 7.60 _ 6.55 
Troy, Ala. ........ $1,223 14.68 13.40 7.76 7.25 
Troy, Ala. ........ *1,268 17.06 13.40 7.76 7.45 
Roanoke, Ala. ..... *1,120 13.80 12.60 7.66 6.70 
Gulfport, Miss. ...*1,340 20.26 11.26 8.56° 7.80 
Meridian, Miss. ...*1.141 20.26 9.80 7.76 6.85 

10.00 

TO SINNEMAHONING. 

Atlanta, Ga. ...... *1,016 $ 8.46 $11.00 $7.10 $6.20 
Montgomery, Ala...71,214 13.60 10.20 8.00 7.20 


TO MOUNT UNION. 
Meridian, Miss. ...*1,103 $20.26 $ 9.20 $8.60 Se 


Hattiesburg, Miss.. *987 20.26 15.16 9.06 
TO OAKDALE. 

Atlanta, Ga. ...... *773 $ 7.20 $ 7.20 $5.70 $5.00 

Hattiesburg, Miss. .*1,026 13.00 13.00 6.90 6.25 

Talladega, Ala. .... *971 12.80 11.40 5.90 6.10 

Charleston, S. C.... +992 9.20 8.18 6.10 6.10 


*Via Ohio River crossings. 
*Via Virginia cities. 


The complainants do not ask the establishment of or 
claim reparation upon the rates based on the southern 
lines’ distance scales. It is their contention, however, 
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that the scale rates may properly be used to measure 
the unreasonableness of the rates which were charged 
and the reasonableness of the rates subsequently estab. 
lished. It will be observed that in almost évery instance 
the published through rates are higher than the rates 
produced by the application of the distance scale from 
point of origin to destination. 

Joint rates on sulphuric acid from New Orleans, La, 
to the destinations herein involved were considered by 
the Commission in Sulphuric Acid From New Orleans, 
La., 42 I. C. C., 200 (The Traffic World, Dec. 30, 1916, p. 
1361), decided Dec. 5, 1916. The rates then in effect from 
New Orleans were the fifth class rates governed by the 
Official Classification, although in the Southern Classifi- 
cation sulphuric acid is rated sixth class. The carriers 
respondent in that proceeding undertook to revise the 
rates from New Orleans by publishing through commodity 
rates based on the southern lines’ distance scale to the 
Virginia cities or the Ohio River and the sixth class 
specifics or fifth class proportional rates beyond. Under 
this revision the rates to Emporium, Sinnemahoning and 
Mount Union would have been increased. These increased 
rates, however, were found not to have been justified. 
Under the proposed basis the rate to Oakdale was reduced 
from $9.40 per net ton to $7.30, which the carriers were 
authorized to publish. The rates then in effect from 
New Orleans, which are also the present rates, the pro- 
posed rates, and the distances to the four points involved 
in this proceeding are shown for comparative purposes in 
the following table. Sulphuric acid does not move by 


Rates 


Rates in pro. 

From New Orleans to— Miles. effect. posed. 
rr ee re 1,339 $8.00 $8.56 
EE, wc avccucsnedaccce 1,323 8.00 9.36 
PE EEE och dorccecccsseccots 1,306 8.00 9.19 
OS PT Sica haa orto uefa 1,132 9.40 7.30 


water, and therefore a comparison can properly be made 
between the rates from New Orleans and those from other 
points of origin in the south. 

The rates charged for the movement of acid from the 
points of origin involved in this case were materially 
higher than the rates found to be unreasonable for the 
longer hauls from New Orleans, and no effort was made 
to justify them. The southern lines were not represented 
at the hearing and the evidence offered on behalf of the 
northern lines related particularly to the method of ap- 
portioning the revenue north and south of the gateways. 

The Commission should find from the record that the 
rates in issue were unreasonable, as alleged, and when 
details of the shipments have been prepared by the com- 
plainants and verified by the defendants, an order should 
be entered awarding reparation to the extent of the dif: 
ference between the charges paid and the charges that 
would have accrued under the rates which were made 
effective Jan. 10, 1916, or March 2, 1916. No order for 
the future is necessary. 


ANDERSON, Commissioner: 

The foregoing is the report proposed by the examiner, 
which was served upon the parties. No exceptions thereto 
-were filed. Upon consideration of the record we adopt 
the report and findings proposed by the examiner as the 
report and findings of the Commission. 

By the Commission. 


RATES ON POTATOES 


CASE NO. 9801 (51 I. C. C., 15-17) 
LOVELAND & HINYAN COMPANY VS. DELAWARE & 
HUDSON COMPANY ET AL. 


Submitted March 7, 1918. Opinion No. 5360. 


Rates for the transportation of carload shipments of potatoes 
from certain points in Iowa to Pittsburgh, Scranton, an 
Wilkes-Barre, Pa., in October, 1915, found to have been un- 
reasonable, and reparation awarded. 


HALL, Commissioner: 
Complainant seeks reparation on 18 carload shipments 
of potatoes which moved in October, 1915, from points 2 
Iowa to Pittsburgh, Scranton, and Wilkes-Barre, Pa., alles 
ing in its complain filed August 3, 1917, that the rates 
charged, ranging from 33 to 45.5 cents per 100 pounds, 
were unreasonable, unjustly discriminatory, and unduly 
prejudicial. These were combinations of the class C rate, 
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governed. by the western classification, to the Mississippi 
River, and the fifth-class rates, governed by the official 
classification, beyond. Rates are stated in cents per 100 
pounds. Reparation is asked to the basis of 26.3 on the 
shipments to Pittsburgh, and 36.5 on those to Scranton 
and Wilkes-Barre, applying from St. Paul. The latter are 
commodity rates, made with reference to rates from 
points in Wisconsin, and were established from these 
points April 1, 1917. Informal complaint was filed with 
the Commission in August, 1916. . 

The points of origin, Berlin and Gladbrook on the Chi- 


cago Great Western; Dike and Stout on the Chicago & . 


North Western; and Holland, Wellsburg, and Grundy 
Center on the Chicago, Rock Island & Pacific, are from 
200 to 249 miles south of St. Paul and in the same gen- 
eral locality, Berlin and Gladbrook being in Tama county 
and the other points in Grundy county, which adjoins. 
They are all adjoining stations on the respective lines. 
Gladbrook is also on the North Western. 


These three defendants operate lines south and east 
from St. Paul to Chicago through this part of Iowa, but 
none of the points of origin is directly between St. Pauli 
and Chicago over used routes as determined by way- 
billing instructions. The routing of traffic from St. Paul 
through Berlin and Gladbrook by the Chicago Great West- 
ern would require a useless haul to those stations from 
Oelwein and then back to Oelwein, aggregating 103 miles 
and 115 miles, respectively. The St. Paul route of the 
Rock Island is through Manly, Waterloo, and Vinton, and 
not through Manly, Iowa Falls, and Vinton, between the 
latter two of which are Wellsburg, Holland, and Grundy 
Center. The latter route is 25 miles longer than the 
other. The route of the North Western is not south 
through Blue Earth and Belle Plaine, between which are 
Dike and Stout, but southeast through Eau Claire and 
Madison, or east through Eau Claire, Wyeville, and Mil- 
waukee. The defendants therefore contend that an in- 
termediate clause in the tariff then effective, on which 
some reliance is placed by the complainant, did not apply. 
Under this clause the rate from a point not indexed in 
the tariff and between two points from which rates were 
published, was the rate from the next more distant sta- 
tion. The eomplainant bases its contention in this respect 
upon the fact that the tariff did not provide that the 
point must be “directly” between the other points. Ex- 
amination of the tariff discloses that application of the 
rates from St. Paul was not thereby limited to the shorter 
routes indicated in the waybilling instructons. 


From correspondence in the informal proceedings it ap- 
pears that the complainant sought, shortly before these 
shipments moved, to have the St. Paul basis established 
from these points, under authority of rule 77 of our tariff 
circular, which provides for the establishment of rates 
from intermediate points not higher than from farther 
distant points, upon one day’s notice. The defendants 
state that such a request could not have been granted 
because, first, the points were not directly intermediate 
over used routes, and, second, the rule 77 clause, while 
in the tariff naming rates to central freight association 
territory, was not in the tariff naming rates to trunk line 
territory, which embraces the points of.destination. 

The following is a comparison of distances over the 
direct routes from St. Paul with those via the routes of 
movement from these points to Chicago: 


Cc. G. W. Miles. C.,.R.L&P. 
St. 425 St. 
Berli 297 Wellsburg .... 
Gladbrook ...303 Holland 329 
Grundy Center.326 


The rates to Chicago from Lake Crystal, Minn., on the 
North Western, 96 miles south of St. Paul, 153 miles 
horth of Dike, and 146 miles north of Stout, are 2 cents 
higher than from St. Paul. The route from Lake Crystal 
to Chicago is north, east, and southeast through Man- 
kato, Winona, Wyeville, and Milwaukee, and not south 
through Dike and Stout. The distance from Lake Crystal 
to Chicago by way of Wyeville is 460 miles. 

It appears that from January, 1899, to February, 1913, 
the St. Paul basis of rates was applicable from Berlin 
and Gladbrook, on the Chicago Great Western, to points 
im central freight association territory, and that this basis 
Was canceled because for a long time there had been no 
use made of the rates. Whether the St. Paul basis also 
applied from Berlin and Gladbrook to points in trunk 
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line territory during the period noted does not clearly 
appear from the record. For complainant it was testified 
that, due principally to the absence of suitable through 
rates, Iowa potatoes -were not shipped east, although po- 
tatoes were and are grown in substantial quantities ‘in 
this part of Iowa and shipped, in other directions, in 
competition with St. Paul. 

For defendants it was testified that the St. Paul basis 
was subsequently established from all of these points 
because their attention had been called to the demand 
for the rates, and because certain of the western lines, 
including the Minneapolis & St. Louis, which reaches the 
east through the Peoria gateway, proposed to maintain 
rates from their intermediate Iowa territory no higher 
than from St. Paul. The defendants further state that 
they would probably have reduced these rates sooner had 
they been requested. The Minneapolis & St. Louis does 
not serve the points here considered, but does serve 
Iowa points to the west of them. 

We are of the opinion and find that the rates charged 
were unreasonable to the extent that they exceeded the 
subsequently established rates of 26.3 cents to Pittsburgh 
and 36.5 cents to Scranton and Wilkes-Barre; that com- 
plainant made the shipments as described and paid and 
bore the charges thereon; that it has been damaged to 
the extent of the difference between the eharges paid 
and those that would have accrued at the rates herein 
found reasonable and that it is entitled to reparation, 
with interest. Complainant should prepare a statement 
showing the details of the shipments in accordance with 
rule V of the Rules of Practice, also specifying the date 
on which the charges were paid, which statement should 
be submitted to defendants for verification. Upon receipt 
of a statement so prepared and verified we will eonsider 
the entry of an order awarding reparation. 

By the Commission, Division 3. 


CLASSIFICATION: HEARINGS 
(Continued from page 520) 


in the southwest for rule 10 and he felt that its applica- 
tion would prove calamitous unless, at the same time, 
there was.a change in the entire rate fabric so as prop- 
erly to protect the industries of the southwest. 


C. B. Mowen of the Fort Smith Traffic Bureau, repre- 
senting also the Fort Smith Wholesale Grocers’ Associa- 
tion, the first witness for the shippers, said he was pre- 
suming that the classification ratings would be provided 
for by the carriers as applicable to the commodity tariffs 
in moving carload traffic. He filed an exhibit to show 
that distant shippers could, under the proposed rule, ship 
all the articles listed in article 3125 of Leland’s South- 
western Lines’ Tariff, as well as numerous others at fifth 
class and taking from Chicago a rate of 64,000 at 36 
cents, thus depriving local jobbers of this trade. He said 
he was opposed to any change at this time with respect 
to a mixture rule. 

Mr. Collyer said that all over the country there were 
different mixing rules and he wanted to know what should 
be done to meet the demand for uniformity. Mr. Mowen 
said he was favorable to uniformity in so far as it was 
possible, but he was not in favor of any change in the 
mixing rule in the southwest. ‘ 

F. A. Leffingwell, assistant manager, Houston Chamber 
of Commerce, said the people he represented were not 
so much interested in rule 10 from a transportation reve- 
nue standpoint, but they were interested from the stand- 
point of the Houston jobbers. On steel pulleys, carload, 
to Houston from Oneida, N. Y., there is now in effect 
a rate of 68 cents and to Oklahoma City of 1.40, or a 
total of 2.08. To St. Louis there is a rate of .44 and 
from St. Louis to Oklahoma City one of 1.62%, or a total 
of 2.06%, making a difference of but 1% cents. Using 
the proposed rule 10, the rate of 1.35144 would apply via 
Houston and via St. Louis 1.23, or a difference of 11% 
cents. Using the rule, Daugherty would be as far north 
as Houston could sell. It is expected that the rate will 
be 90 cents from eastern points and when that goes in 
Thackerville, Okla., he said, would be their limit. Using 
rule 10 it would be Waxahatchie, Tex., and St. Louis 
— ship to San Antonio at the same rate as Houston 
could. 


It was developed, however, that the San Antonio man 
would have to buy in carloads from St. Louis to enable 
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him to get the same rate, as his L. C. L. rate would be 
from Houston. 

Asked by Mr. Fyfe as to the dry goods mixing rule, he 
said he was not familiar with it. He said his exhibit 
was not meant as one simply applying to pulleys, but 
that the condition would apply on many commodities. 

It was also developed by Mr. Collyer that the Oneida 
rate was via New York and by Water. 

Clint Hollady, representing the Texas Hardware Jobbers’ 
Association and F. W. Heitman & Co., objected to rule 10 
because, in so far as his people are concerned, it would do 
them much harm and practically no good, he said. He filed 
an exhibit showing rates on sheet iron, wire nails, bar iron 
and pipe from Pittsburgh to Louisville, Chicago, St. Louis, 
Cincinnati, Dallas and Houston to Texas common points, 
tending to show that under the proposed rule the people 
at Chicago, Louisville, etc., eould come into Texas and 
take, as he termed it, the cream of the trade. 

Speaking of heavy loading, he said that their last 100 
cars of pipe averaged 82,601 pounds and the last 100 
cars of wire nails averaged 55,451 pounds, while in mixed 
carloads minimum weights would be much more frequent. 

W. V. Hardie, manager, Oklahoma Traffic Association, 
said his organization consisted of wholesalers, retailers 
and jobbers, not only in Oklahoma City, but also through- 
out the state, and that rule 10 would be injurious to the 
commercial interests of the entire state. 

He said that in Official territory there was a fairly 
uniform schedule of rates, but that in the west there 
was nothing like uniformity, so that while rule 10 might 
be all right in the east it would not be in the west. 

He said that in practically every town in Oklahoma 
of 3,000 population or more there is already a jobber who 
is buying canned goods in straight carloads and distribu- 
tion is made by him in such a way as to take care of 
the retail trade, so it would not be benefited. 

Asked by the examiner as to how he would state the 
rule, Mr. Hardie said he would have it not apply from 
anywhere to anywhere. ~ 

Asked by Mr. Fyfe as to the present furniture mixture, 
he said that in his judgment the present furniture mix- 
ture was too liberal for the present carload rates. He 
pointed out that in item 1144 of Leland’s I. C. C. 1137 
Cc. L. ratings provided in Western classification were 
stated as not applying to mixtures of the articles named 
and he thought the southwest might be taken care of. 


He showed that under the rule jobbers in Oklahoma 
City would be at a disadvantage of 17% cents as against 
rate breaking points at a distance of only 25 miles from 
Oklahoma City. 

The matter of exceptions to the different classifications 
having been brought up, the classification men said the 
matter of exceptions was a bridge a long way off and 
that it had not been at all considered in the making of 
the consolidated classification. 


Mr. Fyfe said he felt that sauerkraut, whether in cans 
or in barrels, should be permitted in the canned goods 
mixture and that fruits, vegetables, preserves and con- 
diments were also a proper mixture—more so than canned 
meats, ordered back by the Commission, or than canned 
fruits and fish as now provided. He said the Chicago 
grocers did not want to ship coffee, rice or soap as a 
part of their mixed carloads. 

H. G. Struble, representing Hale-Halsell Grocery Com- 
pany and the Oklahoma Wholesale Grocers’ Association, 
said the association embraced all the wholesale grocers 
in Oklahoma except one, and that it protested the rule; 
that the rule would mean loss of revenue to the carriers 
which would have to be made up by increases in rates 
and that its advantage would only accrue to rate breaking 
points. He would have the rule restricted to apply to 
the commodities produced by one first-hand dealer. 

He had no rule to propose as to how mixing should be 
based. 

Asked by Mr. Fyfe as to whether or not starch and 
glucose should be mixed throughout the entire country, 
Mr. Struble said he was not in position to say. . 

At the second day’s hearing; September 10, Roy L. 
Goebel of the Cooper Grocery Company of Waco, the 
first witness, stated that his company had an investment 
of over a million dollars in central Texas and that it 
was afraid of the consolidated carload handlers, such as 
dray lines and freight forwarders. He said that because 
of the higher basis of rates to Waco the proposed rule 10 
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would accentuate the discrimination shown in the pvre- 
viously introduced testimony of Houston interests. His 
competition now is with Chicago wholesalers and he felt 
that putting in the rule would not only make this stronger 


but that it would open up the field to others to the detvi- 


ment of the Cooper Grocery Company. 

F. A. Lallier, representing the Galveston Commercial 
Association, said he had been with the Houston and the 
Galveston Commercial Associations for-three years and 
that much of this time he had been fighting attempts to 
broaden the number of mixtures. He said that both their 
outbound carload and less-than-carload rates were rela- 
tively very high as compared with the rates into the 
same territory from St. Louis, Kansas City and Chicago, 

Rule 26 in the old Texas classification had been used 
mostly by the freight forwarding companies and he said 
that in talking with one of the principal forwarders in 
Galveston the latter had stated that he was opposed to 
it, as it would result in concentration at New York and 
Philadelphia instead of at Galveston. 

He felt that there were now too many specific mixtures 
provided in the present commodity tariffs. He suggested 
that rule 10 might be made to read that it would not 
apply locally west of the Mississippi River or in connec- 
tion with through rates between points within that ter- 
ritory; or, to put it another way, to matter subject to 
Western Classification. He was not interested in the 
overlapping situation lying north of the C. & A. concern- 
ing which the classification men wanted his views as to 
the proper adjustment under his proposal. He did not 
think it possible to make a uniform classification and he 
felt that non-uniformity was more desirable than the 
disrupting of the business. He said the bracketed items 
might easily be restored without violating uniformity. 
Mr. Collyer asked him if he knew that a uniform classi- 
fication rested on uniform rules, uniform description of 
articles and uniform minimum weights, and he said his 
people had not asked for a uniform classification, even 
though it might have been asked for by the Texas dele- 
gation in Congress. 

He was not in favor even of a consolidated classifica- 
tion if it meant uniform rules, of which rule 10 would be 
one. 

At this point there was a discussion by Mr. Colquit, 
Mr. Fyfe, Mr. Collyer and others as to the relative im- 
portance of the different sections of the country as to the 
help or harm from putting in rule 10. 

The witness said he did not want to be understood as 
being in favor of giving St. Louis the dry goods mixture 
and he would rather see it canceled at Galveston than to 
have it extended. 

W. E. Edgar, representing McLendon Hardware Co., 
Waco, said he felt that the rule would work to the detri- 
ment of Texas jobbers who had built up their business 
through the years, were paying taxes, and were investing 
large sums of money in their various establishments, as 
well as carrying the retailers’ accounts. 

His keenest competition now is from St. Louis and if 
rule 10 were put in his competition from this and other 
rate breaking points would be such that his competitors 
would take the cream of the trade, he said. 

-B. A. Richardson, secretary-treasurer, Moroney Hard- 
ware Company, Dallas, said that Louisville, being the 
point which gave the lowest combination into north 
Texas, was the point that would be most benefited by the 
proposed rule, having an advantage of approximately 25 
cents per hundred to points 250 miles west, southwest or 
southeast of Dallas. ; 

He said that for the last two years all of their orders 
to the factories had been to load cars to visible capacity 
and that they would be favorable to reasonably high 
minimums. 

Joe McConnell ,of the Peden Iron and Steel Company, 
Houston, said he was opposed to the rule, as it would 
restrict the business to emergency orders. His company 
has a branch at San Antonio and under the old Texas 
classification used rule 26 advantageously, but it had 
raised no objection to its cancellation. He was in favor 
of high minimums, but he, perhaps, would not be if he 
only had a small warehouse or a small wholesale business. 

E. P. Byars, secretary-traffic manager, Fort Worth 
Freight Bureau, said the Fort Worth people were already 
at a disadvantage. He said they had a carload rate on 
agricultural implements of 95 cents from St. Louis and 4 
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rate to. Weatherford of 27%, a total of 1.22%, while St. 
Louis could ship L. C. L. for 1.30, and going any: further 
awey from Fort Worth than Weatherford the spread be- 
tween their carload rate and the St. Louis L. C. L. rate 
would be wiped out. 

On oil well supplies from Pittsburgh billing to St. Louis 
and rebilling to certain Texas points the rate is 8 cents 
less than through and to others 10. 

If the rule applied to commodity tariffs a rate on cof- 
fee of 88c with a 30,000-pound minimum, on fruit jars 
of 94c with a 28,000 one, on lamp chimneys of 94c with 
a 12,000 one, on writing paper of 87%c with a 36,000 one, 
and on agricultural implements of 95c with a 24,000, 
would be available to the people at St. Louis, and he 
felt that they were already under enough handicap with- 
out adding this rule, and he also felt that in. a general 
way mixing should be restricted to the line manufac- 
tured by one industry and handled by one line of jobbers. 

Mr. Mowen, on being called to the stand, said that in 
view of there now being certain specific mixtures pro- 
vided for—naming, among other examples, one in item 
No. 567, page 289, oil well supplies—it would be a simple 
matter to provide for others and for the. inclusion of 
rule 10 and simply to provide that it should not apply in 
Western Classification territory. 

Asked what he would do with the articles in the iron 
and steel mixture, he said provision could be made for 
them. 

Mr. Fyfe wanted to know how he would meet the vary- 
ing mixture provisions in the west, and he said he would 
not do it by putting in rule 10, which was not wanted 
in the west. 

Mr. Collyer explained again at length that the effort 
of the uniform and consolidated committees had come as 
the result of a public demand and on the demand of 
the Commission and of the Railroad Administration and 
that the proposed consolidated classification was four- 
fifths a uniform one and that the logical step after the 
consolidated classification went in would seem to be the 
making of a uniform one, but that he, of course, had no 
control of that matter. 

O. G. Houston; representing Francis H. Leggett & Co., 
New York, said he had represented various wholesale 
grocers in Texas for twenty years. He said he sold pre- 
serves, jams, jellies, olives, teas and spices, not more 
than five per cent of his firm’s business being carload, 
its shipments being made L. C. L. directly from New 
York, using mostly the water route via Galveston, but it 
did use the all-rail route. 

It buys ketchup at Toledo and Elwood, Ind., and ships 
to New York and then ships to Texas; California fruits in 
California, breakfast foods in Michigan and Nebraska, 
salmon in Oregon and pineapple in the Hawaiian Islands 
and ships them the same way. : 

He said it was favorable to the rule, but he did not 
think it would hurt the jobbers, the business his com- 
pany would get being of a character not usually handled 
by the Iccal jobbers. 

He felt that the table sauces, chilis sauce, etc., should 
be permitted in the grocery list and he would permit any 
mixture from soup to nuts within the various lines of 
oe He believed the retailer would profit by the 
rule. 

The question of the interests of retailers in rule 10 hav- 
ing been raised, Examiner Disque said that he had heard 
of no witness thus far who had consulted with them, but 
several traffic men said they represented organizations 
of retailers and that as such they desired to say their 
retailers did not ask for the rule. 


S. C. McCurdy, representing the San Antonio Portland 
Cement Company, the Texas Portland Cement Company, 
Dallas, and the Trinity Portland Cement Company, Dal- 
las, said that by the change in the rating on returned 
cement bags the cost of their return, the average move- 
Ment in Texas being about 150 miles and the rate av- 
eraging around 20 cents and adding the 25 per cent 
Mcreise and doubling the rating, would effect both the 
consumer and the manufacturer, restricting the move- 
meni and depriving the latter of an absolutely necessary 
contiiner. He said that less than 50 per cent of their 
bags are returned and that a difference of 30 cents, or 
araise from 20 cents to 50 cents would reduce this move- 
meni and the bags are necessary. 

Mr. Fyfe said the carriers had been trying for years 
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to get away from the returned carrier rating, and that 
in neither of the other territories was there a returned 
carrier rating as low as one-half of fourth class, and that 
in view of the Commission having ruled that the re- 
turned package rate should bear no relationship to the 
outbound goods movement and the rate on these bags 
being exceedingly low, it had been considered proper thus 
to increase it. He suggested a higher charge to the 
cement purchaser for the bags as being a solution, and 
Mr. McCurdy said that would not work. 

S. C. Griffin of the Sugar Land Industries, Sugar Land, 
Tex., in speaking of item 2, page 177, mattresses, said 
it had been exceedingly difficult to obtain burlap for the 
purpose of wrapping mattresses and the cost, just of 
the burlapping, amounted to 65 cents. He wanted a 
rating of first class, L. C. L., in Western territory on 
them double wrapped in paper, the same as when also 
wrapped in burlap. 

He was in favor of a uniform classification, and the 
only difference in shipping conditions, he argued, was the 
small additional liability to damage. That certainly was 
not enough to warrant the 50 per cent penalty, he said. 

Clint Hollody objected to the elimination of Western 
Classification rule 39, which provides that rates on articles 
made of iron shall also apply on articles made of steel. 
Mr. Fyfe said that had been taken from the rules and 
put into all of the iron and steel descriptions, and Mr. 
Hollody said that would not take care of the items in . 
certain commodity tariffs. 

F. A. Lallier objected to paragraph 2, rule 29, which 
provides for a minimum of 7,500 pounds per car when two 
or more are used in a shipment of L. C. L. freight which 
is too long to be loaded upon one car. k 

He did not see why a minimum of 7,500 pounds per car 
should be used as a minimum when only 4,000 pounds 
was used as the minimum on the single car, and Mr. 
Fyfe spoke of the increased cost of handling two loads, 
the greater risk, the return of the car coupling chains 
and the general undesirability of such traffic. 

Mr. Fyfe said that, so far as he saw it, the only chance 
of uniformity in this rule would be to adopt the 7,500- 
pound minimum on these twin load L. C. L. shipments. 

With respect to section 3 of rule 27, Mr. Collyer stated 
that in substance it was put in at the request of the 
Bureau of Safety of the Railroad Administration. 

Various witnesses thought it should be made to read 
M. C. B. rules on the carriers’ printed rules and not be 
left to the rule made on the spur of the moment to meet 
the idea of some superintendent or station agent. 

Mr. Mowen objected to the omission from rule 34, sec- 
tion 6, any minimum for cars less than 36 feet 6 inches in 
length. It was stated that in the west the effect would 
be to take from the shipper the right to order a car of 
less than 36 feet 6 inches. 

At the third and last day’s hearing at Ft. Worth, Sept. 
11, the first. witness desired: to be heard on item 17, 
page 99, the marking rule as applied to shipments of 
brick, L. C. L. Mr. Fyfe said it would be out of order 
to question this rule, as it was put in the classification 
on the direct order of the Director-General, so it was 
passed. 

Mr. Leffingwell, again taking the stand, filed an exhibit 
on section 12 of Rule 29, showing the heavy increase, and 
he said that while they would prefer the application of 
the present official rule in Texas, which Mr. Collyer had 
stated was higher than the rule proposed, they would, 
of course, much prefer to have the present situation in 
Western territory stand. The exhibit showed an increase 
on twin loads ranging from 25.20 to 53.75 on a 25-mile 
haul to from 51.60 to 96.75 on a 100-mile one, and from 
99.20 to 186.00 on a 375-mile one. 

H. D. Dorsey, secretary-treasurer of the Texas Grain 
Dealers’ Association for the past seventeen years, spoke 
on paragraph B of section 1 and paragraph C of section 1 
of Rule 30, saying it indicated a desire on the part of the 
carriers to force shippers to prepare cars for shipments 
of grain, including the doors, and to pay for the weight 
of the latter. Mr. Fyfe said that under the classification 
today there is no provision for grain doors, and that they 
would be, under the classification, considered as dunnage 
and charged for, but that the grain door matter was 
taken care of in the grain tariffs. 

Mr. Dorsey said that in Fort Worth the carriers, 
through an agency, cooper the cars and furnish the 
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grain doors, but it was the only place where that was 
done. Some roads furnish paper and the others the grain 
door lumber. He felt that with this rule in, the grain 
shippers would soon be called on to supply the doors 
and doubtless to cooper the cars. 

As to items 4 and 6, page 232, lard and lard substi- 
tutes and compounds, R. C. Fullbright, representing the 
Armstrong Packing Company, the Union Meat Company, 
Houston Packing Company, the Interstate Cotton Oil 
Company, the Merchants’ and Planters’ Cotton Oil Com- 
pany, the Texas Cottonseed Crushers’ Association, and 
the Southwestern Industrial Traffic League, as well as 
numerous jobbers located all the way from Duluth to 
Southwest Texas, said that items 4 and 6 showed that 
in official territory, when packed in metal cans and in 
other ways, they take rule 26, and it is proposed to raise 
them to class 3 with raises in each.of the other terri- 
tories. 

It was his position that with articles of every-day use 
for food where no special transportation condition or 
facility, such as refrigeration, was used, the rates should 
be as low as is possible, and the price now having been 
fixed by the Food Administration any increase would 
have to be assumed by the producers. 

He filed_an exhibit tending to show that in the case 
of many other food products, such as peanut_ butter, 
coffee, fish, other than shell; cereal foods, canned fruits, 
meats, cooked, cured, or preserved; and milk, condensed 
or evaporated, which range in value all the way from 2 
to 91 cents per pound, the fourth class at present applies. 

He said that under normal conditions of price the value 
of lard and lard substitutes may be expected to come 
down to practically their pre-war level, and as the pro- 
posed classification if it went in, would then apply, he 
felt the proposed increase to be unfair. 

He said as to claims, they were anxious to keep down 
claims, and they had made some investigation. That 
they had found there was trouble with 50 or 60 pound 
drums, and that, due to their investigation, better drums 
were being made, an improved leakproof lid provided, 
and the crates were wired tightly against the drums, all 
of which would tend to reduce the claims to the ship- 
ments of lard and lard substitutes as well as to those 
brought about through the leakage of the contents onto 
other shipments. 

He said the people he represented were relatively 
smaller concerns that must sell largely to jobbers in 
less than carload quantities, while the big packers would 
ship in straight carloads and in peddler cars, the ratings 
on which are not to be changed. 

Questioned by Mr. Fyfe as to why he had chosen the 
particular commodities for the purpose of comparison, he 
said they were all food products in common use in his 
territory and moving in large volume. Asked as to why 
he had not included salt or canned peas, corn and to- 
matoes, he said he had chosen only a few of hundreds he 
could have used. 


On being asked if the price of lard had not been 
gradually increasing through the years, and if the price 
of lard did not control the prices of the substitute, he 
said it had about come to a place where the tail wagged 
the dog just as the Official Classification Committee did 
the Consolidated Classification Committee. 


He felt that the rating on vegetable cooking oil might 
well be fourth class, the same as lard and lard substi- 
tutes, unless it should be developed that there was an 
undue hazard in shipping it. 

Mr. Collyer said that as to the rating in Official ter- 
ritory the whole fabric of rates on oils and greases was 
threatened by the low basis on lards and lard substitutes. 

Mr. Fyfe said the situation was the same in the west, 
and that in so far as the substitute was concerned it 
did not seem reasonable to make a rating lower than on 
some of the principal ingredients and then, too, the dam- 
age to other shipments as well as to the shipments them- 
selves was such as to warrant the higher rating proposed. 

Mr. Voorhees, for the Southern Committee, made a 
statement in explanation of the any-quantity rate in that 
territory, showing it to be a survival of the conditions 
of early times. 


Mr. Leffiingwell of Houston, referring to item 4, page ~ 


273, objected to the increases as to western territory for 
the same reasons given as to the increases in lard and 
lard substitutes. 
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A. Combs, with the Hub Furniture Company, Ft. Worth, 
speaking of rocking chairs, N. O. I. B. N., item 4, page 
183, called attention to the fact that the rating had been 
increased in the west although there was no symboi to 
show it, and he desired to protest the increase. 

Mr. Pawkett, representing in this instance the South. 

ern Plow Company, of Dallas, in the matter of agricul- 
tural implements, combined corn and cotton mills, desired 
to have the item now carried in the western classification 
in the consolidated one, and Mr. Fyfe explained that the 
rating had been put into the western classification pri- 
marily to take care of such mills as were used on the 
farm. 
_ On item 10, page 322, dressed poultry, Mr. Driscoli de 
sired to know if at the Chicago hearing a person who 
wished might. talk on that part of the consolidated classi- 
fication rating which had not been changed, but which, 
because of changes in the other territories, brought 
about changed relationships, and the examiner said he 
thought that would be proper. 

Mr. Pawkett asked that the record of cases 10046 and 
10109 be considered as a part of the record in so far as 
the proposed rating on cotton trampers was concerned, 
and the examiner said that if it was not too late the 
Commission might well hold up its decision in those 
cases until the proposed ratings had been considered, 
and Mr. Pawkett said all he wanted was a proper relative 
adjustment. 

Referring again to grain doors, Mr. Fyfe said grain 
never moved under the classification and that every 
grain tariff provided for these doors, and that the subject 
of grain doors was never thought of in providing the 
rule that the shipper should provide bulkheads, etc. 

Various shippers’ representatives felt that a specific ex- 
ception of grain doors should be made, but the classifica- 
tion men said it would be impossible to provide for 
grain doors in the classification. Mr. Byars said that 
they expected to file a formal complaint on grain rates, 
and that unless some provision was made in the rule 
providing for the furnishing of grain doors, that would 
also be included in that complaint. Mr. Byars said he had 
examined many grain tariffs and had found none of them 
in which there was a provision for their being furnished 
by the carriers, and Mr. Fyfe said there must be some 
such provision either in the tariffs or the rules, for all of 
the lines of which he had any knowledge were supplying 
them or making an allowance to the shippers for doing it. 


REPORT OF DIRECTOR GENERAL 


The Trafic World Washington Bureau. 

An account of his stewardship for the first seven months 
of the government’s operation of the railroads, ending 
August 1, was rendered to the President by Director-Gener- 
al McAdoo in a letter dated September 3 and made public 
by the Director-General September 9. The letter was pub- 
lished for distribution in the form of a printed pamphlet. 

In acknowledging the receipt of the report, President 
Wilson said: “Allow me to acknowledge with apprecia 
tion the receipt of your report of the first seven months’ 
administration of the railroads under federal control. I am 
sure that the members of the Congress and every thought 
ful person interested in the great problem of our railways 
will read the report with interest and satisfaction.” The 
report follows: 

On the ist of August, 1918, seven months had elapsed 
since the railways and other agencies of transportation 
were put under federal control in pursuance of your prot 
lamation of December 26, 1917. The period is a com 
paratively short one in which to have made such progress 
in working out the problems connected with the transfer 
and coordination of the railway systems and waterways of 
the nation, but I assume that you may be interested in 4 
statement of what has been accomplished during that iime. 
I therefore submit the following: 

On December 31, 1916, the total steam railway mileage 
in operation in the United States (all tracks) was 397,014 
miles. This mileage was owned or controlled by 2,905 
companies, employing some 1,700,814 persons. They had 
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outstanding $10,875,206,565 of bonds and $8,755,403,517 of 
stock (par value). 

The inland waterways system includes some 57 canals, 
3,057 miles in length, some of which were owned or con- 
trolled by the railroads, and many thousand miles of navig- 
able rivers, lakes, bays, sounds, inlets, traversed by innum- 
erable craft. 

Of the 2,905 railway companies 185 operated major sys- 
tems, each of which had an annual operating revenue of 
$1,000,000 or more; 221 were switching and terminal com- 
panies; 1,434 were “plant facility” roads, constructed 
primarily for the purpose of serving some particular fac- 
tory or industry, and 765 were what have come to be de- 
scribed as “short line” railways, dependent upon one or 
more of the larger systems for through connections. 

This briefly described the plexus of transportation facili- 
ties which came under federal control January 1, 1918, or 
shortly thereafter. Some of the “short lines” and “plant 
facility”. corporations have since been relinquished as not 
essential to the purposes in view, but every effort has been 
and will be made to deal equitably with the relinquished 
properties. To administer and operate this system the 
United States Railroad Administration, with headquarters 
at Washington, was promptly organized. This organization 
as now developed has for its chief officers: (Here follows 
an outline of the organization of the Railroad Administra- 
tion.) 

For the sake of public convenience and efficiency in oper- 
ation, the railroad mileage of the country has been divided 
into seven Regional Districts, and a Regional Director 
has been put in general charge of railroad administration 
in each district. Under these Regional Directors come in 
turn District Directors in charge of subdivisions of the Re- 
gional Districts, Federal Managers in charge of the more 
important single divisions or groups of less important 
lines, General Managers operating smaller divisions and 
Terminal Managers having control of all terminals at the 
more important railway centers and ports. 

The Regional Directors are, of course, subject to the 
authority of the Director-General at Washington, but as 
they are all men of experience and distinction as railway 
executives the policy is to give them large discretion and 
thereby free the members of the central staff for a more 
careful study of the important questions that come before 
them and the essential administrative work they must 
perform. 

It is impossible to map these districts accurately. Ter- 
ritorially they overlap each other in every instance be- 
cause the railway lines under the management of each 
Regional Director penetrate in part the areas included in 
other Regional Districts. The districting has had for its 
purpose the assembling under the management of-one Re- 
gional Director the larger portion of the mileage serving 
his territory. The limits of administrative authority are, 
therefore, determined rather by the railway lines than by 
geographical boundaries, for they have been fixed more 
with regard to the movement of traffic and the service of 
the public than by, the conventional state boundaries or 
groupings. 

Thus it has been deemed wise to put the Pennsylvania 
lines and the Baltimore & Ohio lines east of the Ohio River 
inthe Allegheny District, and those west of the Ohio River 
in the Eastern District, which contains the whole of the 
New York Central Division. This course has been followed 
in pursuance of a policy that contemplates the preferen- 
tial use of the more northerly trunk lines for fast through 
freight and passenger traffic between the Chicago Dis- 
trict and the East, thereby releasing the lines in the Al- 
legheny District for the distribution of the enormous traf- 
fic that originates in the Pittsburgh District where conges- 
tion of local and through freight in the past has created. 
some of the most costly and exasperating blockades that 
have béen known in the history of American’ rail- 
* 

A Marine Section of the Division of Transportation, with 
headquarters at Washington, has also been created, and a 
Manarer of this section has been appointed to supervise 
the operation of the steamship lines owned by the rail- 
Toads, the object being to coordinate their services more 
completely with the railways, as well as with other ship- 
bing. The steamship lines taken over constitute a very 
mpor:ant department of the transportation system. *. * * 

Aft:r a careful study of the inland waterways and their 
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possibilities, made at my request by a specially appointed 
Inland Waterways Committee and a further investigation 
by Director Prouty of the Division of Public Service and 
Accounting, and Interstate Commerce Commissioner Meyer, 
there will be appointed shortly a director of Inland Wa- 
terways to be generally in charge of their development 
and operation, and, following the plan pursued in the case 
of the railroads, they will be divided into districts. Two 
such-districts have already been created, namely (1) the 
New York and’ New Jersey Canals District, including the 
Erie Canal with its connecting waterways, and the Dela- 
ware & Raritan Canal, of which G. A. Tomlinson has been 
made Federal Manager, and (2) the Mississippi and War- 
rior Rivers District, of which M. J. Sanders of New Orleans 
has been made Federal Manager. * * * 

Inasmuch as “no man can serve two masters” and the 
efficient operation of the railroads for the winning of the 
war and the service of the public is the purpose of federal 
control, it was manifestly wise to release the presidents 
and other officers of the railroad companies with whose 
corporate interests they are properly concerned, from all 
responsibility for the operation of their properties, which 
will be in the hands of the Regional Directors, the District 
Directors, and the Federal and General Managers above 
referred to, and who will be directly responsible to the 
Director-General. All ambiguity of obligation is thus 
avoided. The officers of the corporations are left free to 
protect the interests of their owners, stockholders and 
creditors, and the regional and operating managers have 
a direct and undivided responsibility and allegiance to the 
United States Railroad Administration. 

In pursuance of this policy the Regional Directors, the 
Federal Managers and the General Managers have been 
required to sever any relations they may have had with the 
railroad corporations as either officers or directors, and 
the corporate officers have been advised that they have 
a function to perform with respect to government opera- 
ion. ‘ 

Many of the former corporate officers have been ap- 
pointed as officials of the United States Railroad Admin- 
istration, whereas others have elected to remain as officers 
of their corporations. 

It has been made clear that the fullest possible co-opera- 
tion is desired between the government officers who oper- 
ate the railroads and the corporate officers who represent 
the stockholders. 

The reorganization of the operating force has been made 
without any impairment of efficiency and with a reduction 
in the number of officers required and in the aggregate of 
the salaries paid them and chargeable to operating ex- 
penses. An accurate computation of the saving in men 
and money thus effected follows. It includes all officers 
receiving salaries of $5,000 a year or over: 
COMPARATIVE SUMMARY OF OFFICERS AND SALARIES 

UNDER CORPORATE AND FEDERAL CONTROL. 
Salaries. 
Under Under 


corporate Federal 
control. control. 


Number of officers. 

Under Under 

corporate Federal 

control. control. 

Regional Administration ..... 46 $ 821,900 
Central Administration. ..... 90 820,400 
136 pe Re et $1,642,300 


$6,596,835 $4,725,983 
2,994,118 

1,384,161 

2,574,352 

3,293,025 

3,910,996 

566,700 


Individual Roads. : 
Eastern Region 585 
Allegheny Region 262 
Pocahontas Region .... g 217 
Southern Region 214 
Northwestern Region .. 267 
Central Western Region f 322 
Southwestern Region .. 68 


2,325 1,925 $21,320,187 $15,062,998 


Grand total .... 2,325 2,061 $21,320,187 $16,705,298 
This shows that under private control of the railroads 
2,325 officers drawing salaries of $5,000 a year or over were 
employed, with aggregate salaries of $21,320,187. Under. 
government control 1,925 officials (a reduction of 400) are 
doing the same work, and the aggregate of their salaries is 
$16,705,298—a saving of $4,614,889 per annum. This total 
includes the officers of the various regional districts as 
well as those of the central administration in ‘Washington, 
except the Director-General himself, who receives no sal- 
ary. 


566,700 


Salaries Paid 


Under private control, salaries as high as $100,000 per 
annum were paid officers of railroad corporations. Under 
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government control the highest salaries paid are to the 
Regional Directors (of whom there are but seven), and 
these salaries range from $40,000 to $50,000 per annum. 
This reduced compensation has been fixed for Regional 
Directors notwithstanding the increased responsibilities 
and duties of these directors as compared with those of 
the presidents of the larger railroad corporations. 

The reduction of $4,614,889 per annum in the aggregate 
of the salaries paid to the more responsible officials has 
not been effected by forcing the experienced men ap- 
pointed by the United States Railroad Administration to 
accept salaries incommensurate with their responsibilities, 
although in numerous instances these salaries are substan- 
tially less than those they had been earning as officers 
of the railroads or could earn in private employment. It 
is not only equitable but necessary that they should be 
justly remunerated, and that the rewards of brains, indus- 
try and loyalty should be sufficient to continually attract 
able men to the service of the railroads as their life’s work. 
It is not a question merely of operating the railroads dur- 
ing the period of the war—this requires, it is true, the best 
talent that can-be secured if the present extraordinary de- 
mands are to be met—but it is a question of the post-bel- 
lum period as well, when railroad work must continue to 
be sufficiently attractive to draw constantly to it men of the 
right quality and caliber. Unless the ranks are uninter- 
ruptedly recruited with such men, it will be impossible to 
maintain the efficient organizations which are essential to 
the successful management and operation of the railroads 
of the country. s 

The salaries paid under government control to the higher 
officers should be sufficient to make the juniors realize that 
the promotions and rewards of a railroad career are still 
worth working for, and that they will be commensurate 
with those of private enterprise and industry. 

The expenses of the law departments have been reduced 
about $1,500,000 annually. This has been accomplished by 
the elimination of a number of men, the reduction of sal- 
aries of many others, and the transfer of the general coun- 
sel of various roads from the operating pay roll to the pay 
rolls of the corporation. It is believed that efficiency has 
in no respect been lessened. 

To plan the federal organization and select its per- 
sonnel has, of course, required time. When the govern- 
ment took control on the 1st of January, 1918, the railroads 
were in a deplorable condition. Added to an unusually 
severe winter, the motive power was seriously crippled, 
and on the eastern lines traffic was badly blockaded by the 
congestion of unloaded cars at the terminals and elsewhere. 
The approximate number of loaded cars above normal, on 
the eastern lines, was 180,000 when the Director-General 
took charge of the railroads. To relieve this situation was 
the first concern, and the energies of the federal organiza- 
tion were exclusively and successfully directed to this end. 
At the date of this report there are no accumulations of 
loaded cars on the eastern lines above the normal. That 
the legislation making the necessary appropriation of $500,- 
000,000 for a revolving fund did not become law until 
March 31, 1918, was another cause of delay. Prior to its 
enactment all plans were necessarily tentative. Much, 
however, has been accomplished since that date toward co- 
ordinating the transportation facilities of the country. for 
the winning of the war and the service of the public. 

A list of what has been done would be long. Some of 
the more important items that it would include are the 
following: 

(1) After prolonged negotiations with counsel and com- 
mittees representing the railroad corporations we are ap- 
proaching a satisfactory contract between them and the 
Railroad Administration. The subject involved much ex- 
acting thought and discussion and presented many diffi- 
culties, but I am glad to feel that a satisfactory solution is 
near at hand. The delays have been the fault neither of 
the railroad corporations nor of the government. They 
have been inherent in a matter of such intricacy and mag- 
nitude. 

(2) Acting upon the recommendation of the Railroad 
Wage Commission above referred to, an advance in the 
wages of railroad employes formerly earning $250 a month 
or less has been ordered. The report of the commission 
recommended various advances calculated upon the wages 
paid as of December 31, 1915. These advances ranged 
from 43 per cent in the case of employes drawing the 
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lowest monthly wage to nothing in the case of those re- 
ceiving as much as $250 a month, and the report of the 
commission advised that no change in working hours 
should be made during the continuance of the war. 

Feeling that justice demanded recognition of the princi- 
ple of the basic eight-hour day in railroad service, an order 
to this effect was issued and at the same time the recom- 
mendations of the Wage Commission as to increases in 
pay were generally adopted. 

A minimum advance of 2% cents per hour in the pay 
of common labor was ordered, and this was also a deviation 
from the report of the commission. 

In the order authorizing the payment of these advances 
a Board of Railroad Wages and Working Conditions was 
created, to take up as presented any phases of the general 
problem relating to any class of employes or any part of 
a class of employes which may justly call for further 
consideration. 

Upon the recommendation of this Board of Railroad 
Wages and Working Conditions an order for a substantial 
increase in the wages of the employes in the mechanical 
departments of the railways under federal control has been 
issued. These employes, including as they do, machinists, 
boiler makers, blacksmiths, sheet metal workers, electrical 
workers, carmen, molders, their apprentices and helpers, 
compose a group estimated to contain some 500,000 men. 
The advance establishes a minimum basic rate of 68 cents 
per hour for the classes of employes named (except car- 
men, second-class electrical workers, and all apprentices 
and helpers) who have had four or more years’ experience 
and were on January 1, 1918, receiving less than 55 cents 
per hour. For the other employes included in the order a 
minimum rate of 58 cents per hour is established. These 
advances average approximately 13 cents per hour higher 
than the wages previously paid. 

A most important and far-reaching step was taken in 
granting to the employes in the mechanical crafts an 
eight-hour working day with time and a half for overtime. 
These great and beneficial concessions in the matter of 
wages and hours of service will, I am sure, be appreciated 
by the employes and will be requited by their loyal and 
uninterrupted service to the government, and by a deter- 
mined effort to increase efficiency all along the line. 

As the number of women employed by the railroads to 
perform duties formerly assigned to men is rapidly in- 
creasing, it was clearly equitable that they should be paid 
the same wages as: men engaged in similar work. 


An order has been issued with a provision that no 
women shall be permitted to occupy positions unsuited to 
their sex or allowed to work amid conditions that are unfit. 

It has also been ordered that all negroes employed by 
the railroads should be paid the same wages that white 
men get for similar work. This has not been the general 
practice in the past, but it seems clear that equal pay for 
equal service without respect to sex or color is demanded 
as an act of simple justice. 


Advance in Freight and Passenger Rates 


(3) To provide for the increase in wages allowed, the 
higher prices that must be paid for all supplies, and the 
rising costs of operation generally, an average advance of 
25 per cent in freight rates has been ordered and passen- 
ger rates have been raised to a minimum of 3 cents per 
mile where they were previously lower. In the districts 
where more than 3 cents a mile has been charged fares 
have not been changed. Commutation fares have been ad- 
vanced 10 per cent. A further charge of half a cent 4 
mile, or one-sixth of the normal fare, has been ordered 
for transportation in standard sleeping cars and parlor 
cars, and passengers traveling in tourist sleeping cars are 
to be charged an additional one-quarter cent per mile, or 
one-twelfth of the normal fare, for their transportation. 
This increase in fare is in addition to the charge made for 
the occupancy of berths in sleeping cars or seats in parlor 
cars. 

It has also been ordered that two adult tickets for 4 
drawing room in a sleeping car, two adult tickets for a 
compartment, one and one-half adult tickets for a section, 
and five adult tickets for exclusive occupancy of a draw 
ing room in a parlor car shall hereafter be required, the 
object being to discourage the well-to-do or extravagant 
from using more Pullman space than they really require, 
thereby excluding the thrifty or less prosperous portion of 
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the traveling public from the use of the Pullman space 
unnecessarily preempted. 

It is assumed that these advances in freight and pas- 
senger rates will increase the net operating revenue of 
the railroads by an amount that is about equal to the 
greater cost of operation due to increased wages and in- 
creased cost of fuel and all railroad supplies, but this 
assumption is more or less conjectural, as it is impossible 
to say whether the higher rates charged will have the ef- 
fect of reducing the traffic. Thus far such an effect has not 
been noticeable, at least in the case of the passenger traf- 
fic. which shows a substantial increase on the lines travers- 
ing the industrial districts of the country and serving the 
military camps. This is due to the higher wages paid to 
workers who have been constantly changing their places of 
employment as well as to the traveling of our soldiers, 
who have been granted a special rate of 1 cent per mile 
when on furlough, and the journeys made by friends and 
relatives on visits to the soldiers at the various canton- 
ments throughout the country. 

(3a) On August 20, I addressed the following statement 
to the public: 

Complaints have reached me from_time to time of over- 
crowded trains and unsatisfactory conditions prevailing in some 
sections of the country in passenger-train service. I feel cer- 
tain that there are grounds for some of these complaints, but 
Iam sure the public will be interested to know that the rea- 
sons are twofold: 

First, the great number of troops now being handled over the 
various railroads between the homes and cantonments, between 
the different cantonments and then to the seahoard, is making 
extraordinary demands upon the passenger-car and sleeping- 
car equipment of the country. This has caused a scarcity of 
day coaches and sleeping cars which it is impossible to remedy 
immediately. 

Secondly, the increased demands upon track and terminal 
facilities for the transportation of the tremendous amounts of 
coal, food, supplies, raw materials, and other things required 
for military and naval operations, as well as for the support of 
the civil population of the countiy, force the largest possible 
curtailment of passenger-train service. The movements of 
troops and war materials are, of course, of paramount impor- 
tance and must he given at all times the right of way. 

It was hoped that the increase in passerger rates recently 
made would have the wholesome effect of reducirg the un- 
necessary passenger traffic throughout the country. The smaller 
number of passengers who travel, the greater the number of 
locomotives and cars and the larger the amount of track and 
terminal facilities that will be freed for essential troop and 
war-material movements. Engineers, firemen, and other skilled 
laborers will also be released for service on troop and necessary 
freight trains. 

Among the many patriotic duties of the American public -at 
this time is the duty to refra’‘n from traveling unnecessarily. 
Every man, woman, and child who can’ avoid using the passen- 
ger trains at_this time should do so. I earnestly hope that they 
will do so. Not only will they liberate essential transportation 
facilities which are neccessary for war purposes, but they will 
save money, which they can invest in Liberty Bonds and there- 
by help themselves as well as their country, and the fewer who 
travel the more ample the passenger train service will be. 

I may add that consistently with the paramount demands of 
the war every possible effort is being made by the Railroad Ad- 
ministration to supply the largest possible amount of comfort- 
able and prompt passenger-train service. 


A Uniform Freight Classification 


Hitherto there have been some three different freight 
classifications applying to interstate traffic, while many 
states had their own particular classifications applying to 
intrastate traffic. These various classifications contained 
some 15,000 items. The carload minimum varied, and they 
differed in other essential details. It often happened that 
ashipment moving through two or more classification ter- 
ritories was subjected to different rules in the course of 
its journey, and it was necessary for a shipper forwarding 
goods from an eastern point to a point west of the Mis- 
sissippi River to be familiar not only with the rules and 
Classifications applying east of the river, but those apply- 
ing west of the river as well. Great confusion in rating 
and classification and many overcharges and claims were 
the result. To simplify this situation a consolidated classi- 
fication has been prepared and is now being considered by 
the interstate Commerce Commission and the shippers 
and commercial bodies who are entitled to be heard before 
Its adoption. When it becomes effective it will be prac- 
ticable to compel a closer compliance with car-loading 
Standards, so preventing the underloading which in the 
Past made the intensive employment of rolling stock diffi- 
cult. Under competitive conditions this was impossible, 
because in an effort to hold or get business each compet- 
ing railroad was disposed to favor the shipper by permit- 
a him to underload cars when it was to his interest to 
0 Ss, 
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(4) Inasmuch as there is no longer any competition 
for freight or passenger traffic between the various divi- 
sions of the government railroad system, I have ordered 
that solicitation of traffic and special exploitation of pas- 
senger routes shall be discontinued. In pursuance of this 
policy the soliciting forces of the various railroads have 
been either relieved from duty or assigned to employment 
in connection with the operating departments, and the 
separate ticket offices formerly maintained in most of the 
larger cities have been consolidated. In the metropolitan 
cities, such as New York, Chicago, etc., several consoli- 
dated offices in widely separated but equally important 
districts may be established for the greater convenience of 
the public. The saving that will be effected as a result of 
this policy is estimated at $23,566,633, as per the following 
statement prepared by the Division of Traffic: 


ESTIMATED SAVING EFFECTED BY THE CLOSING OF 
UNNECESSARY FREIGHT AND PASSENGER OFFICES 
AND CURTAILMENT OF ADVERTISING. 

Closing ‘‘off-line’’ offices: 
Eastern region— 

Freight 
Passenger 


$3,209,170 
496,276 
$3,705,446 
Southern region: 1,937,000 
Western region—. 
Freight 
Passenger 
Joint 


$2,000,000 
500,000 


6,500,000 


$12,142,446 
Consolidation of ‘‘on-line’’ city ticket offices 
and saving in rent from removal of ‘‘on- 
line’ offices: 
Commercial freight 
property— 
Eastern region— 
Freight (estimated) 
Passenger 


offices to railroad 


$300,000 
709,187 


$1,009,187 
Southern region— 

Freight 

Passenger 


3,250,000 
$4,424,187 


Western region: 


Advertising— 
General and special, present expense, $9,500,000; 
$ 7,000,000 


Grand total $23,566,633 


(5) In the interest of economy railroad timetables have 
been simplified and abridged, extraneous and unnecessary 
matter has been eliminated, and an attempt to reduce 
the waste in the distribution of timetables is being made. 

(G) As a result of the draft law and the higher wages 
paid in some forms of industry the number of trained men 
familiar with schedules, routes, fares, etc., and competent 
to act as ticket sellers has been reduced and the coinci- 
dent increase in the passenger traffic, due to the enlarged 
business and industry of the country and to the traveling 
of our soldiers and their relatives as well as to the con- 
stant transfer of labor, has created no little congestion and 
delay at the ticket offices and in the larger railroad sta- 
tions in the country. Every effort has been made to rem- 
edy these conditions and they have been much improved, 
but greater improvement is expected when it shall be pos- 
sible to utilize the services of women as ticket sellers. To 
this end schools for the education of female ticket sellers 
have already been established in several of the larger cit- 
ies. In them a number of women are already in training 
and as soon as they are fully qualified they will be put to 
work in the various ticket offices of the country. For this. 
work they will receive the same wages that are paid to 
men for similar services. 
¢ (7) After careful study a number of unnecessary pas- 
senger trains have been eliminated. Between many of the 
larger cities of the country served by competing railroads 
there was formerly a surplusage of elaborately equipped 
passenger trains. In many cases they started and arrived 
at the same time. Some of them were but half filled. Thus, 
for instance, there were two 20-hour trains between New 
York and Chicago that left and arrived at the same hour. 
Between Chicago and St. Paul and Chicago and St. Louis 
and Chicago and Kansas City there were in each case 
from three to five trains leaving about the same time in 
the evening and arriving almost simultaneously the next 
morning. There was a similar duplication and in some 
cases a triplication or -quadruplication of service between 
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many other centers. In the winter time there were three 
Florida flyers between New York and Jacksonville. One 
train run in two or three sections when necessary would 
have served the public traveling to Florida just as well. 

Many of these unnecessary trains have been eliminated. 
In the territory west of Chicago and the Mississippi River 
passenger trains traversing an aggregate of 21,000,000 miles 
a year have been done away with. In the Eastern District 
unessential passenger trains that used to travel 26,420,000 
miles per annum have also been eliminated. In other re- 
gional districts superfluous trains are being annulled. 
Through travel is being directed to the natural routes. 
The hauling of special trains or needless private cars has 
been discouraged and the schedules are being revised so 
that connections will be closer. Railroad tickets between 
points reached by one or more roads are honored by any 
of the routes, so that the traveler is free to use the trains 
leaving at the most convenient hour. The duplicate train 
service between Chicago and the Pacific coast cities has 
been abandoned, the fastest service to each city being 
assigned to the short and direct routes. Under this plan 
the direct route to Los Angelas is via the Atchison, Topeka 
& Santa Fe; to San Fraicisco via the Chicago & North- 
western, the Union Pacific and Southern Pacific; to Port- 
land via the Chicago, Burlington & Quincy and Northern 
Pacific; to Seattle via the Chicago, Milwaukee & St. Paul. 
The passengers desiring to make the shortest time to any 
of these points would naturally take the fast train over the 
appropriate route. The slower trains are designed to serve 
the local and way traffic. 

While this has been done, the purpose has been not to 
reduce the facilities for comfortable and convenient pas- 
senger service below the needs of the public. The effort 
is to give sufficient and efficient service and to eliminate 
waste. This is a vital consideration in the present situa- 
tion when the needs of the war imperatively require that 
every available passenger coach, sleeping car and locomo- 
tive shall be released for the use of troop movements, and 
that track and terminal facilities shall be cleared of un- 
necessary passenger trains, so that essential food, fuel, war 
supplies and freight of all kinds may be moved expedi- 
tiously and economically. The war requirements must, of 
course, be given the right of way over everything else. 


The Consolidation of Terminals 


Other reforms that are being worked out in the passen- 
ger service include the common use of the same terminals 
by railroads formerly in competition and using separate 
terminals. The most conspicuous example of the latter 
innovation is the use of the Pennsylvania Terminal in 
New York for through trains via the Baltimore & Ohio be- 
tween Washington and New York. Passengers going home 
from New York to Washington by the Baltimore & Ohio 
used to have to take the Twenty-third Street or Liberty 
Street Ferry and cross the river. This was inconvenient. 
The result was that the Pennsylvania got the bulk of the 
traffic, although the Baltimore & Ohio maintained a well- 
equipped and full service. Now, it really makes no differ- 
ence to the traveler between Washington and New York 
by which road he goes. Both make practically the same 
time and leave and arrive from and at the same terminals. 

In this case, as in many others, it has been arranged 
that trains shall leave at successive hours instead of at 
the same time, as they often did in the past. The result 
is that fewer trains are necessary. A ticket from Wash- 
ington to New York, or vice versa, is good over either 
road, and as there is a train nearly every hour it is almost 
unnecessary to consult the timetables. Plans for a similar 
reform in the service between other large cities which have 
a multiplicity of terminals are under consideration. 

The same principle is being applied as rapidly as pos- 
sible in the consolidation of freight terminals. The saving 
of switching costs that will result and the greater rapidity 
with which cars can be loaded and unloaded is obvious. 
The neck of the transportation bottle is the freight ter- 
minal, and if the promptness with which cars can be han- 
dled there is increased, the congestion, which has in the 
past so greatly reduced the carrying capacity of our entire 
railroad system, will be greatly relieved. 

In the changes made or under contemplation the prime 
purpose has been the convenience and service of the pub- 
lic. The necessary readjustments may have caused some 
temporary dislocation, but the ultimate results will- be 
increased efficiency and capacity. 
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With the object of better serving the public, for whose 
accommodation the railroads of.the country exist, a Bureau 
for Suggestions and Complaints has been organized under 


. my personal direction at Washington. To this bureau, by 


notices to be posted in the stations and passenger cars 
throughout the country, the public will be invited to ad- 
dress any helpful criticisms and suggestions with regard 
to the service that it may have to offer. Letters com- 
mending employes who are conspicuously courteous and 
efficient in the performance of their duties will also be in- 
vited, and it is believed that by careful attentiou to the 
communications this bureau will receive defects in the 
service can be promptly ascertained and remedied, and 
proper recognition be given to conspicuously efficient or 
courteous employes. 

It is expected that this Bureau for Suggestions and Com- 
plaints can be made an effective agency in bringing the 
railroad service up to an ideal standard. Through the co- 
operation of the public the officials will be able to inform 
themselves more thoroughly with regard to the shortcom- 
ings or disservice of their subordinates than would be 
possible by any other method of inspection, and the public 
will be sure of a patient and painstaking hearing which 
will be free from the influence and favoritism that might 
and as a matter of fact generally did make itself felt in 
dealing with the many abuses which existed under private 
control. , 

(8) A plan has been perfected for the adoption of a 
universal mileage book that will be good when presented 
by the bearer on any government-controlled railroad in 
the country. The holder of it will not have to purchase a 
ticket. He can board any train without delay, allow the 
conductor to detach the necessarry mileage coupons, and 
get off at destination. At their cash value the coupons 
will also be receivable for excess-baggage charges. These 
books will be sold at $30 per thousand miles plus the war 
tax of 8 per cent, and it is believed that their general use 
will greatly lessen the pressure on the ticket offices and 
diminish the congestion now complained of. 


(9) Recognizing the fact that a straight line is the, 


shortest distance between two points, extensive studies 
have been made _ with the purpose of developing well-grad- 
ed routes for the transportation of freight that will be 
shorter than those previously in use. Great progress has 
been made in this direction, especially in the West, and 
many new through lines are being developed. One of 
them from Los Angeles to Dallas and Fort Worth is over 
500 miles shorter than the routing via the Southern Pa- 
cific lines formerly much used. Another from the oil fields 
at Casper, Wyo., to Montana and Washington state points 
is 880 miles shorter than the route formerly used. Fruit 
from southern California to Ogden is hauled 201 miles less 
than by the route previously used. Still another route be- 
tween Chicago and Sioux City is 110 miles shorter than 
the one previously used. A new route between Kansas 
City and Galveston has been developed which is 289 miles 
shorter than the 1,121 miles previously traversed. Eighty- 
eight miles have been saved by devising a new route be- 
tween Mason City and Marshalltown, Ia., and 103 miles by 
a new route between Fort Dodge, Ia., and Chicago. The 
reute from southern California to Kansas City has been 
shortened by 234 miles. 


As one example of the economy that has thus been 
made_ possible it may be mentioned that recently during 
a period of about 60 days some 8,999 cars were rerouted 
in a certain western territory so as to effect a saving in 
the mileage traveled by each. car of 195 miles, equal to a 
total of 1,754,805 car miles. 7 


Instances could be multiplied, but those mentioned are 
sufficient to indicate the progress that is being made in 
this work. It, means a substantial reduction in the cost 
and time of transportation between many given points and 
the more intensive employment of both rolling stock and 
equipment of the railroads. 

(10) On the ist of January, 1917, the railways of the 
United States owned about 2,400,000 freight cars. Delay 
in loading and unloading these cars and their use by 
both shippers and consignees as warehouses has very ser! 
ously diminished the carrying capacity of the roads. If 
each car makes one trip a month only and is loaded and 
unloaded so as to save one day a month of the time that 
it was formerly idle, the result would be equivalent to an 
addition of 80,000 ‘cars to the aggregate equipment. 
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Probably there is an unnecessary delay of more than 
one day a month in loading and unloading cars. To dimin- 
ish this delay the free time hitherto allowed for loading 
and unloading has been shortened and a cumulative in- 
crease in the demurrage charge hitherto made for unneces- 
sary use has been ordered, so as to free the rolling stock 
for transportation more promptly than formerly. As 
prompt unloading of cars upon their arrival at public ter- 
minals presupposes that congestion at the terminals shall 


be avoided, what is known as the “store door” system of - 


freight delivery has been introduced in Philadelphia and 
New York and will probably be extended to other large 
cities. In Philadelphia, through the co-operation between 
the carriers, the commercial bodies, and the truckmen, it 
was established on the Ist day of May and has proved 
itself effective in clearing the stations for inbound pack- 
age freight 24 hours earlier than usual. It has recently 
been inaugurated in New York, where the usual notice to 
consignees to come and get their freight is no longer given. 
In lieu thereof immediate delivery of the goods is made 
by drays, thus doing away with free time at terminals. A 
reasonable charge for this service is to be paid by the con- 
signees to the drayage companies employed. 

If the plan shall vindicate the claims of its authors the 


congestion of inbound freight, which has hitherto pre- , 


vented the prompt unloading of cars, will be a thing of the 
past, and it is suggested that ultimately it may be pos= 
sible to collect outgoing freight by the same trucks which 
deliver to stores and factories incoming freight hauled 
from the terminals. 


(11) It has long been admitted that the standardization 
of the engines and freight cars in use on the American 
railroads was highly desirable, but not until governmental 
control became a fact has it been possible to secure an 
effective agreement as to which types of cars and engines 
should be adopted. It is said that 2,023 different styles 
of freight cars and almost as many different descriptions 
of locomotives were included in the equipment of American 
railroads prior to the war. The facts are not known, but 
nearly every important railroad had its own specifications 
for cars and engines. None of these was identical, and 
they were. generally changed in some detail when new 
orders were placed. There were box cars of both steel and 
wood, gondola cars, flat cars, hopper cars, refrigerator cars, 
tank cars, automobile cars, furniture cars, cattle cars, and 
many other sorts of cars suited to the different varieties 
of traffic. The lack of standardization increased the diffi- 
culties of repair when these cars were off the lines of the 
roads which owned them. Parts were not interchangeable 
and often had to be telegraphed for. 


In a general way the same thing was true of the locomo- 
tives in use. Complete standardization will, of course, be 
impossible until the rolling stock and engines now in use 
shall have been entirely replaced by standardized types. 
Progress has, however, been made. Some 12 standard 
types for freight cars have thus far been agreed upon, 
and it has also been decided that hereafter only six types 
of locomotives of two weights each shall be purchased. 
The parts of these various types of locomotives and freight 
cars will be interchangeable. Their construction will be 
uniform and when repairs are needed they can be made 
with the greatest possible promptitude. 


One hundred thousand freight cars of the agreed upon 
types have been ordered, and it is expected that the manu- 
facturers can commence delivering them early in Septem- 
ber. One thousand four hundred and thirty locomotives 
of the new type have also been ordered, in addition to 
about 2,100 that had been contracted for by the railroads 
prior to January 1, 1918. Of the total of about 3,600 loco- 
motives, some 1,185 had been delivered up to August 1. 
The equipment of all the railways December 31, 1917, in- 
cluded about 2,400,000 freight cars and 64,750 engines. The 
ratio which the newly ordered cars and engines bear to the 
total is not as large as is to be desired, and other orders 
will be placed as rapidly as the manufacturers can accept 
them. Just at present, howevér, the War Department is 
taking a large number of the new engines and cars for 
use on our railroads in France, and these, with the orders 
Placed by the Railroad Administration, will more than ab- 
Sori) the entire manufacturing capacity of the equipment 
and locomotive plants in the immediate future. 

(12) On February 2, 1918, all lines under federal con- 
trol were directed to prepare and send in budgets of im- 
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provements immediately required to increase capacity 
and efficiency and to promote safety in operations; and in 
the letter of instructions the following policy was pre- 
scribed: 


In determining what additions and betterments, including 
equipment, and what road extensions should be treated as 
necessary, and what work already entered upon should be 
suspended, please be guided by the following general principles: 

(ay From the financial standpoint it is highly important to 
avoid the necessity for raising any new~capital which is not 
absolutely necessary for the protection and development of the 
required transportation facilities to meet the present and pros- 
pective needs of the country’s business under war conditions. 
From the standpoint of the available supply of labor and ma- 
terial, it is likewise highly important that this supply shall not 
be absorbed except for the necessary purposes mentoned in the 
preceding sentence. . 

(b) Please also bear in mind that it may frequently happen 
that projects which might be regarded as highly meritorious 
and necessary when viewed from the separate standpoint of a 
particular company may not be equally meritorious or neces- 
sary under existing conditions, when the government has pos- 
session and control of the railroads generally, and therefore when 
the facilities heretofore subject to the exclusive control of the 
separate companies are now available for common use when- 
ever such common use will promote the movement of traffic. 


The budgets submitted in response to this called for 
expenditures chargeable to capital account—that is, ex- 
clusive of large sums chargeable to maintenance—amount- 
ing in the aggregate to $1,328,493,609, which, upon care- 
ful revision by the Director of the Division of Capital Ex- 
penditures, was reduced to $975,105,416. This amount has 
been increased from time to time by new and unfore- 
seen requirements, and particularly by large orders for 
freight cars, until the improvements definitely authorized 
to this date amount to $1,151,967,240. Of this amount, 
$441,604,460 is for additions and betterments, $666,824,180 
for equipment, and $43,538,600 for construction of exten- 
sions, branches and other lines. 


The policy indicated above has been strictly adhered to 
by the Division of Capital Expenditures, and appropriations 
have been directed to work necessary to facilitate indis- 
pensable transportation, rather than those improvements 
which, while desirable and even necessary, are yet more 
for convenience and economy than for capacity and effi- 
ciency in the actual movement of traffic. This is indi- 
cated by the very large appropriations for equipment—al- 
most wholly for engines and freight cars; and of the addi- 
tions and betterments, much the largest item was for addi- 
tional yards, sidings, etc.; next, shop buildings, engine 
houses and appurtenances, and, third, additional main 
tracks. In view of the great necessity for conserving cap- 
ital, materials and labor for war purposes, it does not seem 
unreasonable to ask our people in various communities to 
continue to submit, during the present emergency, to in- 
conveniences hitherto endured for lack of facilities that 
might reasonably be required in normal times. 

(13) Pending an agreement upon the contracts between 
the carriers and the administration that have been under 
discussion, the Department of Finance has advanced to 
the railroads such sums as have been necessary for the 
payment of authorized dividends and the redemption of 
maturing obligations that could not be otherwise met or 
satisfactorily refinanced. Total advances up to July 31 ag- 
gregate $203,714,050, including $43,964,000 advanced to the 
New York, New Haven & Hartford Railroad to meet its 
maturing obligations in that amount. This loan was made 
at 6 per cent for one year, with the right of renewal for 
another year at the same rate. To the New York Central 
lines $40,000,000 has been advanced and to the Pennsyl- 
vania Railroad $30,500,000. Smaller sums have been ad- 
vanced to other companies where the Division of Finance 
and the Advisory Committee on Finances associated with 
it have concluded that such advances were in the interest 
of the public. 

Of $43,205,050 disbursed in the month of July the larger 
portion, or approximately $23,269,000, was advanced to the 
Federal Managers of certain railroads to pay up the back 
wages due to their employes from January 1 to May 31, 
in accordance with the decision based by the Director- 


General on the report submitted in June by the Railroad 


Wage Commission. For other operating needs $6,328,775 
was advanced to railroads on account of their standard 
éstimated rentals, and $13,607,275 was advanced in the 
shape of loans, on demand, at 6 per cent per annum in- 
terest. 


(14) The material and supplies annually purchased by 


. 
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: the railroads have hitherto cost between $1,500,000,000 and 


$2,000,000,000 a year. When the carriers were in com- 
petition for traffic they were also in competition for the 
supplies required. This competition has been for the most 
part eliminated and a substantial saving has been effected 
as a result of the supervision over all purchases exercised 
by the director of the division in charge of them. He is 
aided by an advisory committee of three composed of the 
General Purchasing Agents of the three leading divisions 
of the Federal Railroad System and acts through Regional 
Purchasing Committees, with headquarters in New York, 
Chicago and Atlanta, to whom the larger part of the buy- 
ing that is done for account of the railroads is intrusted. 
It is planned shortly to enlarge the Advisory Committee by 
including a representative from each regional district. 
(15) The sleeping and parlor cars operated by the Pull- 


,man Company having become an essential and indispens- 


able part of our transportation system, it was decided, 
after careful consideration, to put them under the control 
of the United States Railroad Administration and orders 
have been issued accordingly. This step was taken in the 
public interest as well as because the sleeping cars were 
much in demand for military purposes. Now that the 
Pullman Company, in so far as the operation of its cars 
is concerned, has been placed under the control of the 
government, the operating employes will, of course, receive 
the same percentages of advance in their pay as were 
awarded to other railroad employes under the order of 
May 25, 1918, and while the peculiar conditions under 
which the sleeping-car service is operated makes it im- 
practicable to apply the principle of the basic eight-hour 
day in the case of sleeping-car conductors, porters and 
maids, orders have been issued that such employes shall 
have reasonable and proper opportunity for rest and sleep 
while actually on duty. 

(16) The interdependence between the express com- 
panies and the Federal Railroad System became apparent 
almost coincidently with the establishment of government 
control, and a study of the relationship made by Director 
Prouty of the Division ‘of Public Service convinced me 
that there was an unnecessary and avoidable duplication 
and complication in the services rendered by the express 
companies. A consolidation of the four more important 
express companies, namely, the Adams, the American, the 
Wells Fargo and the Southern, to be effective during fed- 
eral control of the railroads, has been made. The con- 
solidated company is described as the American Railway 
Express Company and will conduct the express business 
upon all lines of the Federal Railway System and upon 
such other systems of transportation as the Director-Gen- 
eral may include during the period of federal control. 

Fifty and one-quarter per cent of the gross revenue 
earned on the transportation of express matter by this 
company is to be paid to the United States Railroad Ad- 
ministration as compensation to it for the transportation 
of express matter over the lines of the federal system. 
The balance of the express company’s earnings after pay- 
ment of expenses and a cumulative dividend of 5 per cent 
on its capital stock (if earned) is to be divided between 
the express company, the Railroad Administration and a 
guaranty fund, in accordance with a carefully worked out 
plan which fully protects the interest of the government. 
A complete description of this plan will be found in the 
contract that has already been published. It is unneces- 
sary to repeat its elaborate provisions. The present capi- 
tal of the American Railway Express Company (the con- 
solidated company) has been fixed at $30,000,000, which 
sum about represents the physical value of the assets ac- 
quired. 

It is believed that the consolidated express service will 
be much superior to that furnished in the past by the sep- 
arately and independently operated companies. It is well 
known that this service has of late been extremely unsat- 
isfactory and inefficient, and that there is room for radical 
reform and much needed improvement. 


Under the reorganization of the express business that 
has been agreed upon designated officials will have ex- 
clusive charge of the express business in certain well-de- 
fined districts. .They will be readily accessible and com- 
plaints of non-delivery or delayed transportation will be 
assured of prompt attention. In the past each express 


company tried to carry the business originating with it 
as far as possible over its own lines regardless of the 
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time employed. The co-ordination now effected will per- 
mit of the routing of the business by the quickest and least 
congested lines. 

As the practice of issuing express franks to railro:.d 
officials and others had grown to be an abuse which bur- 
dened the express companies.with a very large amount of 
“deadhead” and unremunerative business, an order was 
issued on the Ist of July, 1918, canceling all express franks 
issued under private control. The effect of this order wil] 
result in converting much free traffic into remunerative 
business for the new company. 

(17) In line with the established policy of the govern- 
ment to insure its own risks, the Railroad Administra- 
tion will become its own insurer and meet any fire losses 
for which it may be liable out of its own funds; a section 
to be known as the Insurance and Fire Protection Section 
has been established in the Division of Finance and Pur- 
chases. 

In an effort to minimize losses an adequate and vigilant 
fire inspection and fire prevention service is being organ- 
ized. This policy has been adopted after a careful study 
of the past experience of the railroad companies in the 
matter of insurance. -While many of them in the past 
have carried a part of their liability uninsured, reports from 
all but five of the more important railroads show that dur- 
ing the three years ending June 30, 1917, the premiums 
paid insurance companies aggregated $16,021,369, while 
the total losses incurred during the same period were but 
$12,460,639, making an excess of premiums over losses for 
the three-year period of $3,560,730. The three years under 
consideration included the Black Tom disaster in New 
York harbor, resulting in a very heavy and exceptional loss 
to the companies, and it is believed that a very substantial 
Saving will be effected by the policy of non-insurance that 
has been adopted. It is expected that by the adoption 
of a rigid system of inspection and the most approved 
methods of fire prevention the hazards and losses can be 
substantially reduced. To this end the co-operation of 
every railroad employe is expected. 

(18) With the object of co-ordinating the railroad serv- 
ice more completely and harmoniously with the other war 
agencies of the government representatives of the Divi- 
sion of Traffic have been appointed to co-operate with the 
Fuel and Food Administrations, the War and Navy Depart- 
ments, the War Industries Board, the United States Ship- 
ping Board and the War Trade Board. As a result of their 
work the prompt and preferred movement of war supplies 
for the United States and its allies has been made pos: 
sible, and solid freight trains are now being operated di- 
rectly from Chicago and other western points to meet 
ships at the Atlantic seaboard. This would have been im- 
possible under private control, and is a departure which 
has been of inestimable value in keeping our army and the 
armies of the allies supplied with food and other require 
ments. 

(19) Other reforms and improvements that have been 
adopted or are under consideration are: 


(a) Through way billing from the point of origin to des- 
tination has been introduced, rendering unnecessary the 
rebilling by connecting or intermediate roads that was 
formerly the practice, and eliminating its ettontant ex 
pense. 

(b) Accounting systems have been Piesssienniatanl as far 
as possible and a clearing house has been established for 
the settlement of intercorporate balances, Aas a result of 
which much clerical labor will be saved and the unneces- 
sary transfer of funds will be obviated. 


(c) An order has been issued directing that. all suits 
against carriers while under federal control must be 
brought in the county or district where the plaintiff re 
sides or in the county or district where the cause of action 
arises. This will minimize the loss of the railway em- 
ployes’ time and the expense involved under the former 
practice, which permitted suits to be brought against the 
carriers in states and jurisdictions far remote from the 
places where the plaintiffs resided or the cause of action 
arose. Under the former practice it often happened that 
men operating the trains were compelled to be absent from 
their work for days and weeks and travel hundreds of 
miles in order to testify as witnesses. 

(d) The practice of paying a mileage or per diem rental 
for the use of freight or passenger cars of one carrier bY 
another under federal control has been discontinued ind 
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the railroads have been ordered to bill each other for: the 
use of rolling stock at the rate which will represent the 
actual cost of maintenance, operation, taxes and rentals. 

(e) The apportionment of interline passenger revenue 
has been much simplified and will hereafter be reckoned 
upon a percentage basis that will represent a ratable pro- 
portion of the cost of operation rather than an arbitrary 
charge. 

(f) A Safety Section of the Division of Transportation 
has been created to have supervision over the safety work 
on all railroads, utilizing such safety organizations as are 
already available, and suggesting such others as are de- 
sirable. ’ 

(20) Plans for the uniform and equitable compensation 
of injured employes or the dependents of employes who 
may be killed in the service of the railroads are being con- 
sidered, and it is hoped that it may also be possible to 
arrange for the retirement of employes upon pension at a 
given age, as well as to provide for their purchase of life, 
health and old age insurance at reasonable rates. Time 
will, however, be required to perfect these plans, which 
must be reconciled with the widely varying pension and 
insurance systems now in existence on not a few of the 
railroads. 

(21) Feeling that it was not in the public interest that 
the sale of intoxicants should be permitted on property un- 
der the control of the federal government, a general order 
has been issued prohibiting “the sale of liquors and intoxi- 
cants of every character in dining cars, restaurants and rail- 
‘ road stations” under federal control. This order became 
effective upon the date of its issuance August 12, 1918. 

This comprises some of the more important reforms 
already applied or under immediate consideration. Their 
effect in increasing the efficiency of thé service and en- 
larging the capacity of the existing facilities cannot be 
definitely stated or approximated as yet. Many of the 
changes made have been effected within the last two 
months and under private ownership at least 60 days have 
been required for.the compilation of informing railroad 
statistics. Arrangements are being made to collate and 
publish them more promptly, but until this can be done it 
is impossible to promptly and properly corelate innova- 
tions in methods with results. 

Speaking generally, however, there is good ground for 
believing that substantial progress has been made in ac- 
celerating the movement of traffic, employing the available 
equipment more intensively and running trains more nearly 
on time. : 

The number of tons of revenue freight carried 1 mile, 
commonly known as revenue ton-miles, is the ultimate 
measure of service in railroading. Applying this measure, 
we find that the revenue ton-miles of 94 per cent of class 
1 railroads (i. e., those having an operating income in 
excess of $1,000,000 per annum) was 34,250,247,814 miles in 
April, 1918, as. against 31,464,837,365 miles in the same 
month in 1917. The increase is equal to 8.9 per cent. The 
average number of freight cars in service had increased 
by 5.1 per cent, being 2,387,670 in April, 1918, as com- 
pared with 2,271,359 in 1917. The number of tons hauled 
per train shows an increase of 6.9 per cent, being 696 tons 
in April, 1918, as against 651 tons in April, 1917.. The 
percentage of increase in the carload is even greater, be- 
ing 14.4 per cent, the average carload in April, 1918/ being 
29.4 tons as against 25.7 tons in April, 1917. The revenue 
ton-miles for freight locomotives shows an increase of 7.9 
per cent, being 1,125,875 in April, 1918, as against 1,045,921 
in April, 1917. 

Other evidence that the rolling stock is now more inten- 
sively employed is to be found in the report of loaded cars 
arriving at Philadelphia and Pittsburgh during the first 
four weeks of July. This report is as follows: 


COMPARATIVE STATEMENT, LOADED CARS AND TON- 
NAGE CONTENTS ARRIVING AT PHILADELPHIA AND 
PITTSBURGH, FOUR WEEKS ENDING JULY 27, 
1918, AND CORRESPONDING FOUR WEEKS 
PREVIOUS YEAR. 

Tonnage. 
3,023,207 
2,752,765 


Cars. 
107,158 


These figures show an increase of 9 per cent in the ton- 
nage and a decrease of 7 per cent in the cars used. The 
number of tons per car in July this year is 30.2 as against 
257 tons in the same period last year. The increase of 
18 per cent if it were general throughout the country 
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would be the equivalent of an addition of about 432,000 
cars, to the freight car equipment of the railroads. 

These figures all show encouraging progress. Just at 
present strenuous efforts are being made to speed up the 
movement of coal so as to preclude the recurrence of the 
distressing experience of last year. In both the produc- 
tion and transportation of coal 1917 was a record year. In- 
cluding bituminous, lignite and anthracite the production 
was 650,000,000 tons. Of this some 11,563,056 cars, con- 
taining about 558,000,000 tons, were transported by the 
railways. The balance was either consumed or converted 
into coke at the mines or near by. During the bad weather 
in January, 1918, when the railroads were practically at a 
standstill, there was a reduction of 79,131 cars in the num- 
ber of cars of coal loaded and moved as compared with 
the year 1917. Notwithstanding the continued bad weather 
in February, 1918, the railroads got on their feet and in- 
creased over February, 1918, 31,250 carloads of coal. in 
March the increase was 46,613; in April, 73,408; in May, 
84,998; in June, 88,840; and for the first four weeks of 
July, 113,198 cars. It will be seen, therefore, that for the 
last six months the increase in coal carried by the rail- 
ways has been 437,976 cars of coal—equal to about 21,998,- 
800 tons. 


One of the great advantages of governmental control is 
that the transportation facilities of the country can be 
concentrated upon the quick performance of an urgent 
duty. The energies of the Railroad Administration are now 
being largely devoted to moving the coal mined as rapidly 
as the Fuel Administration can deliver it. 


Of late cars have frequently been supplied to the coal 
mines more rapidly than they have been able to load them 
and it is probable that adequate transportation for the 
fuel requirements of the nation will be available provided 
the coal production during the warm weather can be main- 
tained at a point that will fully employ the cars requisi- 
tioned. The country has been led to believe that coal 
production is limited entirely by* transportation and that 
any shortage is due to the railroads. This is erroneous. 
The maintenance of an adequate coal supply depends in 
the first instance upon production, which in turn is re- 
stricted by shortages of labor and other causes aside from 
transportation. 


Some idea of the volume of the eastbound freight traffic 
is to be had from a recent report of the Pennsylvania 
road which shows that 250,000 freight cars. moved 
past Columbia, Pa., during the month of June. Prac- 
tically all the through east and west bound freight is 
routed via this point and the cars passing there in June 
if coupled together would make a continuous train more 
than 2,000 miles in length. The average daily movement 
was 8,544 cars, or an average of about one car every 10 
seconds. On June 20, 9,531 cars passed Columbia, exceed- 
ing all previously reported one-day movements on the 
Pennsylvania road and establishing what is believed to 
be the world’s record for the greatest number of freight 
cars that ever passed a given point in 24 hours. In weight 
the freight in the month exceeded 6,000,000 tons, equal to 
the carrying capacity of 1,200 steamships of 5,000 tons 
each, or approximately 40 vessel loads of freight a day. 

Similar reports are being received from other districts. 
The reports from the Eastern District indicate that the 
average anthracite and bituminous coal dumped at tide- 
water ports per calendar day.in January was 2,233 cars. 
By May this average had risen to 3,345 cars. The average 
daily movement of anthracite and bituminous coal into 
New England in February was 794 cars per day. By May 
it had risen to 1,109 cars. On January 1 there were on 
hand at North Atlantic ports approximately 41,000 cars of 
export freight at piers and on the ground. By the 8th of 
May this had been reduced to approximately 28,000 cars, 
since which time a further reduction has been effected. 
The movement of coal via the Great Lakes shows an in- 
crease of 26 per cent over last year in cars dumped in 
vessels up to the end of May this year, but it is hoped that 
a still greater gain may be shortly secured. 

For many reasons it is not, perhaps in the public in- 
terest that a complete statement of the traffic that has been 
handled for the government should be publishéd at pres- 
ent, but some idea of the service performed may be had 
from the statement that from May 1, 1917, to July 31, 1918, 
about 6,455,558 troops had been moved on orders from the 
War and Navy Departments. Of this number, 4,304,520, or 
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nearly 68 per cent, were carried between January 1 and 
July 1, 1918. These figures do not include soldiers, sailors 
and officers traveling at their own expense. 

Another movement of government traffic that it is per- 
missible to mention is the shipment of lumber for ships, 
aeroplanes and other government requirements, excluding 
railways, across the continent. Some 177,000,000 feet were 
shipped from the Pacific coast to Atlantic or intermediate 
points in this way between January 1 and July 18, 1918, 
and when speed was essential delivery on the eastern sea- 
board has been frequently made within 15 days after ship- 
ment from the Pacific coast. 

I shall hope at another time to submit a more complete 
statement of what has been accomplished. This report is 
necessarily fragmentary as the reconstructive work under- 
taken is not entirely complete and the new machinery that 
has been installed requires further co-ordination. 

A daily increase in facility and efficiency is neverthe- 
less noticeable, and I am confident that the railroads Will 
shortly be in a condition to meet any demands that may 
be made of them if needed motive power already ordered 
can be secured and if the necessary skilled labor is not 
withdrawn from the railroads for military and other pur- 
poses. These are very serious phases of the railroad 
problem. 

Officials and employes have worked with such loyalty and 
zeal to accomplish what has already been done that it is a 
genuine pleasure to make acknowledgment of their splen- 
did work. It is a constant satisfaction to be associated 
with them. You can rely upon their patriotic enthusiasm 
and alacrity in the work of winning the war, in which 
they as well as the soldiers at the front have enlisted 
with such laudable determination and patriotism. 

On the 17th of June last I issued a statement in which I 
set forth the policy by which I have been and shall con- 
tinue to be governed in my administration of the railroads. 
For your information a copy of it is appended. 


RAILROAD CONTRACT ACCEPTED 


The financial committee of seventy of the National As- 
sociation of Owners of Railroad Securities decided at a 
meeting in New York, September 11, to accept under pro- 
test the contract offered by the Railroad Administration 
to the railroads for the operation of the various lines taken 
over under the Federal control act. 


A special committee of the association having in charge 
the negotiations concerning the contract reported that 
while many important changes favorable to the roads and 
the security owners had been obtained, the form of con- 
tract tendered by Director-General McAdoo is “unsatis- 
factory and unacceptable in certain vital and fundamental 
particulars.” It was explained, however, that the Govern- 
ment representatives had insisted on the retention of 
these provisions, and as a consequence a resolution was 
adopted directing the special committees to make to the 
Director-General a proposal for co-operation in securing 
an adjudication on the questions at issue. 


The day after the terms of the contract which the gov- 
ernment proposed to offer the railroads were announced 
the advisory committee. of the railroad presidents and a 
number of presidents not on the committee held a meet- 
ing in New York The question will be decided, not by 
the presidents, but by the banks and bankers who put 
them into office. 

It is generally admitted that if the railroads are op- 
erated, during the period of federal control, with an eye 
single to the prosecution of the war and without any 
thought of government ownership or profit for anybody, 
then the form of contract submitted by the Railroad Ad- 
ministration may be a fair basis for the owners of the 
railroads. There is, however, a strong belief that the ad- 
vocates of government ownership may now have enough 
influence to shape war administration in such way as to 
give that form of political economy a stronger opportunity 
than ever before. 


Another impression is that there are sundry gentlemen 
in the United States who are prepared to take advantage 
of any necéssities the owners of railroad stocks may ex- 
hibit to take over securities that may look like bargains, 
with a view to selling them to the government—at the 
right time. The idea of some is that the proposed con- 


tract affords opportunity for railroad wreckers. 
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The argument on that-point runs something like this: 
Suppose the desirable properties, like the L. R. & N., thet 
have been relinquished from federal control, find it in:- 
possible to get along.. The stockholders tire of efforis 
to keep the property going and throw the securities on 
the market, or refuse to put up money to keep the proy- 
erty out of bankruptcy. Then, if the wise ones buy up 
such securities or the physical properties at a few cenis 
on the dollar, they can combine with the advocates of 
government ownership and unload on the government. 

The contract, as proposed, will allow ground for the 
most pointed disagreements as to what would be a normal 
improvement, extension or betterment; also as to what 
constitutes an improvident dividend, or what makes a 
road safe for operating purposes. Such questions are all 
to be decided by government officials, and their decisions 
are practically final. They may be attacked in the courts, 
but the fact that there is a suit in court does not bring 
money to the company wherewith to protect its credit by 
the payment of dividends and so forth. 

It is submitted that unless the operations of the Rail- 
road Administration are free from suspicion of “bolshev- 
ism” the public will be chary about investing any more 
money in railroads. Providing money for carrying on a 
litigation would be in the nature of an additional invest- 
ment. 

A further admission is that no one would need to fear 
the contract if there were assurance that traffic currents 
would be interfered with, during the war, only to the 
extent necessary to carry on the war. There is, however, 
a fear that the railroad feuds, rivalries, and jealousies 
of the days prior to government control will be carried 
into the management under the government and that, 
unconsciously, the railroad organizations that are not in 
the circle of organizations that control the government 
policy will “get the worst of it.” 

The action of the railroad executives’ advisory commit- 
tee in New York, September 6, recommending the accept- 
ance of the contract was what might have been expected. 
It was a sub-committee of that body which carried on the 
negotiations and the members of that sub-committee kept 
in touch with their colleagues. Any other resolution on 
the part of the whole committee would be have ben aston- 
ishing. The sub-committee men recommended acceptance 
because they are satisfied that the contract is the best 
that can be obtained. 

It was thought possible that the Association of Railway 
Securities Owners would undertake to prevent acceptance. 
At one time it looked like a certainty that it would do so, 
but as time went on the idea of a fight by that association 
grew smaller. 

The railroad stockholders are confronted with this situa- 
tion: Director-General McAdoo has been paying the usual 
dividends but he declines to promise a continuance. His 
only promise is that deductions for deferred maintenance, 
extensions, improvements and betterments shall not be so 
great as to prevent the payment of interest, taxes, sink- 
ing fund obligations, rents for controlled or leased lines, 
pensions, and so forth—that is to say, he promises to pay 
the fixed charges but that is where he stops. 

While his announcement in connection with the promul- 
gation of the form of the contract to be offered indicates 
that he intends to offer as compensation the maximum 
allowed by the federal control law, the language of the 
law does not oblige him to do so. The language is that 
the president is authorized to agree with a carrier that 
it shall receive as just compensation money “not exceed- 
ing a sum equivalent as nearly as may be to its average 
annual operating income for the three years ended June 
30, 1917.” 

One might say that that authorizes him to offer any- 
thing less than the maximum. Courts, however, have 
said that when an administrative officer is authorized to 
offer something not in excess of a specified amount, that 
is the amount he must offer. In this instance the Presi- 
dent is authorized to agree with and to guarantee to the 
carrier a compensation not in excess of the three year 
average. 


The second section of the federal control act says that 
if no such agreement is made, or pending the execution 
of an agreement, the President may, nevertheless, pay to 
any carrier while under federal control an annual amount 
“not exceeding ninety per centum of the ‘estimated annual 
amount of just compensation,’ remitting such carrier, in 
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case where no agreement is made, to its legal rights for 
any balance claimed, to the remedies provided in section 
three hereof.” 

If the law means that the President must offer the 
average of the three years, then a refusal to sign the con- 
tract would automatically require the payment of ninety 
per cent of the average of the operating income, if the 
words “estimated annual amount of just compensation” 
mean the average of the operating income for the three 
test years. The language is considered inexact. Before 
the words “estimated annual amount of just compensa- 
tion” are used, the statute says the average annual operat- 
ing income “shall be ascertained” (not estimated) by the 
Interstate Commerce Commission and certified by it to 
the President. There is nothing in the preceding language 
about any “estimated annual amount of just compensa- 
tion,’ to serve as a guide. The Commission is to ascer- 
tain, not estimate, the average of the annual railway 
operating income and certify the fact to the president. 


There are many words, phrases, and expressions of 
uncertain “meaning. Because of that fact it was believed 
that the stockholders would not dare take the risk of re- 
jecting the proposed contract, even when they know that 
they are to be offered the average of the operating income 
for the test period, lest it be contended that ninety per 
cent of the “estimated annual amount of just compensa- 
tion” turn out to be, in the mind of the Director-General, 
something other than ninety per cent of the “sum equiva- 
lent as nearly as may be. of its average annual railway 
operating income for the three years ended June 30, 1917.” 


Lawyers who have had occasion to try to obtain a 
straight meaning of the uncertain words, phrases and 
clauses used in the federal control act, freely admit 
that there is ground for litigation in nearly every sen- 
tence in the assemblage of words which caused shippers 
to protest that an average of the operating income for 
three years preceding June 30, 1917, would be more than 
just compensation for the railroads during the period of 
the war and the reconstruction period of twenty-one 
months following it. Clifford Thorne, Samuel H. Cowan 
and: others assumed that the idea of the Railroad Adminis- 
tration officials who were framing the statute was that 
the railroads should be paid such average. They fought 
it on that ground, while the attorneys for the railroads 
helped the Railroad Administration put the legislation 
through Congress. The attorneys felt fine at that time. 
During the negotiations that resulted in the form of a 
contract they have felt constrained to recommend to their 
clients as the best they could obtain, they were inclined, 
however, to wonder, if they had not been misled into a 
support of the Railroad Administration. They are wonder- 
ing whether they ever had any real reason for helping 
put the legislation through. 

The thought now is that perhaps it would have been 
just as well for them to have refrained from efforts to 
help frame the legislation at all and to have depended 
entirely on the courts to see that the stockholders got 
a fair deal. The courts without legislation could have 
dealt with the situation only on the theory of the govern- 
ment taking title to the property in fee instead of, under 
the federal control law, under a lease. 


By accepting the contract, presumably with the offer 
of the average operating income, it is believed, the stock- 
holders will stand a better chance of obtaining dividends 
than if they refused to make any contract at all. Ninety 
per cent of the operating income, to many companies, 
would mean ruin during the pendency of the suits to 
determine whether they were entitled to more. That 
makes for acceptance. 


TEXT OF RAILROAD CONTRACT 


Following is the final draft of the standard clauses for 
the contracts between the government and the railroads, 
for use in the ordinary case, subject to the government’s 
reserved right to insist on different provisions in cases 
obviously requiring a different treatment, and to any 
changes of detail or phraseology that may prove to be 
hecessary. There are certain questions relating to sub- 
Sid:aries, terminals, industrial leases, and other matters, 
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which are left for further treatment in the agreements 
with the individual companies. 


Preamble and Recitals. 


This Agreement, made this 
.., 1918, between William G. McAdoo, Di- 
rector-General of Railroads, hereinafter called the Director- 
General, acting on behalf of the United States and the 
President, under the powers conferred by the proclama- 
tions of the President hereinafter referred to, and the 


Company, a corporation duly organized 
under the laws of the State(s) of 
, hereinafter called the Company: 

Witnesseth that— 

(a) Whereas by a proclamation dated December 26, 
1917, the President, acting under. the powers conferred on 
him by the Constitution and laws of the United States, 
by the joint resolutions of the Senate and House of Rep- 
resentatives bearing date April 6 and December 7, 1917, 
respectively, and particularly under the powers conferred 
by section 1 of the act of Congress approved August 29, 
1916, entitled “An act making appropriations for the sup- 
port of the Army for the fiscal year ending June 30, 1917, 
and for other purposes,” took possession and assumed 
control at 12 o’clock noon on December 28, 1917, of cer- 
tain railroads and systems of transportation, including 
the railroad and transportation system of the Company 
and the appurtenances thereof, and directed that the pos- 
session, control, operation, and utilization of the trans- 
portation systems thus taken should be exercised by and 
through William G. McAdoo, appointed Director-General 
of Railroads; and 

(b) Whereas the Congress of the United States, by an 
act approved March 21, 1918, hereinafter called the Fed- 
eral control act, has authorized the President to enter 
into agreements with the companies owning the railroads 
and systems thus taken over for the maintenance and 


upkeep of the same during the period of Federal control, 


for the determination of the rights and obligations of the 
parties to the agreement arising from or out of Federal 
control, including the compensation to be received or 
guaranteed, and for other purposes, as in said act more 
fully set out, and authorized the President to exereise 
any of the powers by said act or theretofore granted him 
with relation to Federal control through such agencies as 
he might determine; and 

(c) Whereas by a proclamation dated March 29, 1918, 
the President, acting under the Federal control act and 
all other powers him thereto enabling, authorized the 
Director-General, either personally or through such divi- 
sions, agencies, or persons as he may appoint, and in his 
own name or in the name of such divisions, agencies, or 
persons, or in the name of the President, to agree with 
the carriers, or any of them, or with any other person in 
interest, upon the amount of compensation to be paid 
pursuant to law, and to sign, seal, and deliver in his own 
name or in the name of the President or in the name of 
the United States such agreements as may be necessary 
and expedient with the several carriers or other persons 
in interest respecting compensation, or any other matter 
concerning which it may be necessary or expedient to 
deal, and to make any and all contracts, agreements, or 
obligations necessary or expedient and to issue any and 
all orders which may in any way be found necessary and 
expedient in connection with the Federal control of sys- 
tems of transportation, railroads, and inland waterways 
as fully in all respects as the President is authorized to 
do, and generally to do.and perform all and singular the 
acts and things and to exercise all and singular the powers 
and duties which in and by the said act, or any other act 
in relation to the subject hereof, the President is au- 
thorized to do and perform; and 

(d) Whereas the Interstate Commerce Commission has 
certified to the President that the amount of the average 
annual railway operating income of the Company, com- 
puted in the manner provided in section ‘1 of the Federal 
eontrol act, is 

dollars, subject to 

such changes and corrections as the Commission may 
hereafter determine and certify to be requisite in order 
that the accounts and reports of the Company used by 
the Commission as the basis of computing said average 
annual railway operating income may be brought into 
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conformity with the accounting rules or regulations of the revenues of which were used, or which, if the properiy (b) 
Commission in force at the time of such accounting, or in had been then revenue bearing, would have been used, reques 
order to correct computations based on such accounts or in computing the Company’s standard return............. and T 
reports. The Company reserves to itself the benefit of all leases tions 

Now, therefore, the parties hereto, each in considera- (and of all rents and revenues accruing therefrom), of posed 
tion of the agreements of the other herein contained, do parts of its right of way, station grounds, and other prop- cembe 
hereby covenant and agree to and with each other as_ erty, the revenues from which under the accounting rules (c) 
follows: of the Commission in force during the test period were .", 

Section 1.—Privity, Alterations, Definitions, Etc. properly creditabte to “miscellaneous rent income” or ae 
“miscellaneous income.” The Company grants to the Di- 

Sec. 1. (a) This agreement shall be binding upon the - rector-General all its rights to terminate leases of any future 
United States, the Director-General and his successors, part of its right of way, yards, or station grounds, and to owner 
and upon the Company, its successors, and assigns. occupy and use the premises of any such lessee when, in _— 

This agreement shall not be construed as creating any his judgment, the same is required for operating purposes. citals 
right, claim, privilege, or benefit against either party [The Company shall have for its own benefit the right to as one 
hereto in favor of any state or any subdivision thereof, or ease for industrial sites or other purposes such portion pen ™ 
of any individual or corporation other than the parties of its right of way, yards, or station grounds, or structures tion oO 
hereto. thereon, as are not required by the Director-General for ait 

(b) The provisions of this agreement may be altered, operating purposes, and to receive and enjoy the rentals ae 
amended, or added to by and.only by mutual consent si8- therefrom, subject to the right of the Director-General to a 
nified by instruments in writing signed by the Director- cancel any such lease and to occupy the premises or , mg 
General and by some officer of the Company thereto duly _ structures whenever, in his judgment, the same are neces- ee 
authorized by the Board of Directors of the Company. sary for operating purposes. All expenses connected with Sectio: 

(c) Wherever in this agreement the word “Commis- any such property heretofore or hereafter leased or other- 
sion” is used it shall be understood as meaning the Inter- wise occupied, as in this paragraph provided, including Sec. 
state Commerce Commission, acting by divisions or other- taxes thereon which during the test period were not eral ul 
wise as authorized by law; but either party shall have charged to railway tax accruals, shall be paid by the Com- all oth 
the right to have the decision of any division of the Com- pany while receiving the revenues therefrom. cash © 
mission reviewed by the Commission sitting as a whole. {This paragraph may have to be modified, in particular operat: 

(d) Wherever in this agreement the words “Federal eases, to fit the situation created by the existence of mixed from 1 
control” are used to indicate a period of time, they shall operating and non-operating property. and perhaps in other 31, 191 
be understood as meaning the period from 12 o’clock ¢#5¢S-] ' ; re hee, the Di 
midnight of December 31, 1917, to and including the day (b) All materials and supplies on hand at midnight receive 
and hour on which said control shall cease. NORE ME UN goon. ga usar Garp aie ees SLR eLg ROD ran ae Sig mcer eae expens 

(e) Wherever in this agreement the words “test period” iwebhewtanwess cus ‘Seale ewes as © 6 6S) 0 66 6 WO 6E4 SARE OTRAS OSE HELE Oe eS uary ‘| 
are_used, they shall be understood as meaning the period reer rT Tre eT TT TT TT PT TS TP ee TO PCT iL TC eee To oe jected 
between July 1, 1914, and June 30, 1917, both inclusive. [This item to be supported by an inventory, which, how- Compa 

(f) Wherever in this agreement the words “standard poo not to be incorporated in the contract except by ref- claims. 
return” are used, they shall be understood as meaning the 2 ae ase OE een ee a RL Re Pee aa Balance 
average annual railway operating income of the Company, | cece cen cececeuceccnceceneutencneeneens on the 
computed in the manner provided in section 1 of. the Fed- 111 cece ccc cette ee teeteee seeeeeeeeeeeeees ber of 
eral control act, and ascertained and certified by the All balances in the account or accounts represent- adjust 
Commission. ; ; ing the total of “Net balance receivable from agents and and, if 

(g) Wherever in this agreement the words “Director- ¢onductors” as of midnight December 31, 1917; cent Dp 
General” are used, they shall be understood as designating (4) .......... ce cccccccccccccccccccccucvccccctesecess differe: 
William G. McAdoo, or such other person as the President 0s ses vesscrecvectrertsrtattateees portion 
may from time to time appoint to exercise the POWEFS occ cece cect cent ecteee teepenceteneness derivec 
conferred on him by law with relation to Federal control, {Here insert list of such other operating assets and of any pr inte 
or such agents or agencies as the Director-General may deposits or funds as may be agreed on in each case. If no of this 
from time to time appoint for the purpose; and wherever such assets, deposits. or funds are taken over, omit this para- (b) 
by this agreement any notice is to be given by the Director- &%"4ph and correct §§ 4 (a), 4 (e), and 9 (d) accordingly. ] claims, 
General, the same may be given in his name by any SS oe ee ee eee ee eee See ee allocate 
ordinate thereto duly authorized. 4 42 tt tt tee tet ett e net eee eee tee ce tee ee teres betwee 

(h) Wherever the property of the company is referred ‘"c"°°cc*cytTc ttt SeLRk ne MekRher evens NTR ORE TO) — 
to in this agreement it shall be understood as including all ._ Section 3.—Acceptance. . re 
the property described in paragraph (a) of section 2 Sec. 3. (a) The Company accepts all the terms and perati 
hereof, whether owned or leased by the Company, and, conditions of the Federal control act and any regulation aed a 
where the context permits, all’ additions or betterments or order made by or through the President, under au- the Ce 
thereto or extensions thereof made during Federal control; thority of said act or of that portion of the act approved ine - 
and as to all such leased property the Company shall have August 29, 1916, referred to in paragraph (a) of the pre- cama 
the benefit of and be subject to all the obligations and amble to this agreement which authorizes the President its “ 
provisions of this agreement and shall be subject to all im time of war to take possession, assume control, and Genes 
duties imposed by law in respect of such leased property. utilize systems of transportation; and the Company sa pm 

(i) ‘The descriptive words at the heads of the several further and expressly accepts the covenants and obliga- eerel 
sections of this agreement and the table of contents are tions of the Director-General in this agreement set out due ab: 
inserted for corvenience merely, and are not to te used and the rights arising thereunder in full adjustment, set- be eile 
in the construction of the agreement. tlement, satisfaction, and discharge of any and all claims practi 

‘ and rights, at law or in equity, which it now has or here- all me 
Section 2.—Property Taken Over after can have, otherwise than under this agreement, sae 

Sec. 2. The Company’s railroad and system of trans- against the United States, the President, the Director- era 
portation of which the President has taken over possession, General, or any agent or agency thereof, for compensation _ (ce) = 
use, control, and operation shall be considered ag in- under the Constitution and laws of the United States for = Fe 
cluding: the taking possession of its property, and for the use, os 

(a) The following roads and properties: ............. control, and operation thereof during Federal control, and es 
aa ae See cee eeeeeceeececeeececeteeeeseeeeeseeeeee., for any and all loss and damage to its business or traffic en 

[Here insert list of roads, noting names, principal termini, by. reason of the diversion thereof or otherwise which ensicn 

has been or may be caused by said taking or by said the Cor 
DRE a ae EO OP Pee Pe OE ET Se ne eae yi ah RO oe Ne RE SER Re possession, use, control, and operation. —s 
este EE Chae ats MES One a ve a dene Mae elas nm oeigiatae mae s oki No claim is made by the Company for compensation tea 
together with all branches, tracks, trackage, bridge, and for the period between noon of December 28 and mid- \excent 
terminal rights, and lines of. railroad owned or leased and night of December 31, 1917; and the revenues of said ° 7 
operated by the Company as a part of its system of trans- period shall belong to the Company, and the expenses be nts 
portation, and all other property, with the appurtenances thereof shall be paid by the Company, allocated in both 18. s 


thereof, whether included in the foregoing list or not, the cases as provided in paragraph (b) of section 4 hereof. 
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(b) The Company, on its own initiative or upon the 
request of the Director-General, shall take all appropriate 
and necéssary corporate action to carry out the obliga- 
tions assumed by it in this agreement or lawfully im- 
posed upon it by or pursuant to the proclamation of De- 
cember 26, 1917, or by the Federal control act. 

(c) The Federal control act being in section 16 thereof 
expressly declared to be emergency legislation enacted to 
meet conditions growing out of war, nothing in this agree- 
ment shall be construed as expressing or prejudicing the 
future policy of the Federal Government concerning the 
ownership, control, or regulation of the Company, or the 
method or basis of the capitalization thereof, and the re- 
citals or provisions of this agreement shall not be used, 
as evidence or otherwise; by either party hereto in any 
pending or future proceeding which involves the acquisi- 
tion or valuation of the Company’s property or any part 
thereof; but nothing in this paragraph shall be taken or 
construed as affecting the settlement and discharge con- 
tained in paragraph (a) of this section, nor as limiting or 
qualifying any of the provisions of said paragraph for the 
purposes thereof. 

Section 4.—Operation and Accounting During Federal 
Control. 


Sec. 4 (a) All amounts received by the Director-Gen- 
eral under paragraphs (c) and (d) of section 2 hereof and 
all other amounts whether received from the Company in 
cash or collected or realized upon by him from current 
operating ‘assets belonging to the Company or arising 
from railway operations prior to midnight of December 
31, 1917, shall be credited by him to the Company; and 
the Director-General shall, to the extent of the cash so 
received or realized, pay and charge to the Company all 
expenses arising out of railway operations prior to Jan- 
uary 1, 1918, including reparation claims, and, unless ob- 
jected to by the Company, may pay and charge to the 
Company any of such expenses, including reparation 
claims, in excess of the cash so received or realized. 
Balances of the above accounts shall be struck quarterly 
on the last days of March, June, September, and Decem- 
ber of each year, and the cash balance found on such 
adjustments to be due either party shall be then payable 
and, if not paid, shall bear interest at the rate of 6 per 
cent per annum, unless the parties shall-agree upon a 
different rate; except that the rate of interest on any 
portion of a balance found due to the Company which is 
derived from cash in bank to the credit of such Company 
on interest, shall be adjusted in each case independently 
of this contract as the parties may agree. 

(b) Railway operating expenses, reparation and other 
claims, hire of equipment and joint facility rents shall be 
allocated with reference to the time when incurred as 
between the period prior and subsequent to midnight of 
December 31, 1917, and as between the period of Federal 
control and the period subsequent thereto. Railway 
operating revenues shall be allocated as between the period 
prior and subsequent to midnight of December 31, 1917, 
in accordance with the established accrual practices of 
the Company; except that where prior to midnight of 
December 31, 1917, the Company’s part of a service on 
through business had been completed or carload lots on 
its own line had reached destination, the revenue of the 
Company for such service shall be allocated to it; but as 
to classes of traffic where in the opinion of the Director- 
General such allocation will involve undue delay or un- 
due absorption of accounting labor, such revenues shall 
be allocated in accordance with the established accrual 
Practices of the Company. Like methods of accruing and 
allocating such revenues shall be made at the end of 
Federal control. 

_(c), All expenditures made by the Director-General dur- 
ing Federal control for additions and betterments, ex- 
tlusive of equipment, or for extensions begun prior to 
January 1, 1918, shall be charged to the Company, and if 
the completion of any such addition, betterment, or ex- 
tension is approved or ordered by the Director-General, 
the Company shall be entitled under the provisions of 
Paragraph (d) of section 7 hereof to interest on the cost 
thereof from the completion of the work; but no interest 
(excent to the extent that the same may be allowed and 
ineluged in the compensation provided for in paragraph 
(a) of section 7 hereof) shall be due the Company upon 
aly such expenditures for work done prior to January 1, 
1918. Payments for all equipment ordered or under con- 
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struction by the Company prior to January 1, 1918, but 
delivered on or after that date, shall also be considered as 
expenditures made by order or approval of the Director- 
General under paragraph (d) of section 7 hereof. Inter- 
est during construction payable under this paragraph, and 
also interest during construction on the cost of any addi- 
tions, betterments, and road extensions made by the 
Company or at its expense to the Company’s property 
during Federal control, shall be included in the cost of 
the work. 

(d) Cash receipts or disbursements and other items 
arising out of transactions which do not enter into or 
form a part of those used in determining the Company’s 
standard return shall not be received or paid by the Di- 
rector-General unless such transactions are negotiated or 
conducted by his order for account of the Company and 
with its consent. When moneys are so received or paid 
by the Director-General in connection with such corporate 
transactions they shall be credited or charged to the 
Company. There shall be an accounting of the amounts 
due by one party or the other under this paragraph at 
the end of each quarter year of Federal control, and the 
amount so found due shall be then payable and if not 
paid shall bear interest as provided in paragraph (a) of 
this section. 

(e) Any funds taken over as provided in paragraph 
(d) of section 2 hereof shall be maintained by payments 
and charges to appropriate operating expense accounts and 
used by the Director-General during federal control sub- 
stantially in the same manner as prior to January 1, 1918. 
All sums paid by the Director General to maintain pen- 
sion funds or pension obligations or practices, and all con- 
tributions to Young Men’s Christian Associations of em- 
ployes, employes’ savings funds, relief funds or associa- 
tions, reading rooms, or health, accident, or death bene- 
fits for employes, shall be treated as a part of railway oper- 
ating expenses during federal control. 

(f) All salaries and expenditures incurred by the com- 
pany during federal.control for purposes which relate to 
the existence and maintenance of the corporation, or to 
the properties of the company not taken over by the 
President, or to negotiations, contracts, valuations, or any 
business controversy with the government or any branch 
thereof, and which are not specially authorized by the 
Director-General, shall be borne by the company; except 
that the expenses of valuation now being made by the 
Commission to the extent that they are, in the opinion of 
the Director-General, necessary to comply with the valua- 
tion orders and other requirements of the Commission and 
to the co-operation of the company in the making of such 
valuation, shall be paid by the Director-General as a part 
of railway operating expenses. If the company. is dissatis- 
fied with the ruling of the Director-General it may appeal 
to the Commission, whose decision shall be final. 

(g) The Director-General shall furnish for additions, 
betterments and road extensions to the company’s prop- 
erty approved or ordered by him any of the materials 
and supplies taken over under paragraph (b) of section 
2 hereof, or purchased by him and held for use in connec- 
tion with the company’s property, in so far as, in his judg- 
ment, he can do so with due regard to his own require- 
ments. Materials and supplies so furnished shall be 
charged to the company at cost. 


(h) The Director-General shall at his option be sub- 
stituted for the period of federal control in the place of 
the company in respect of the benefits and obligations of 
contracts relating to operation in force January 1, 1918 
(including contracts made by subsidiaries for the use and 
benefit of the company and the right to abrogate or change 
and make new contracts with express companies for the 
period of federal control), except as to contracts between 
the company and subsidiary companies which shall be con- 
sidered and treated as arrangements or practices; and the 
Director-General shall in like manner at his option be sub- 
stituted for such period in respect of the benefits and 
obligations of arrangements and practices in force during 
the test period in regard to fuel, materials and supplies for 
the operation of the property described in paragraph (a) 
of section 2 hereof and of any additions, betterments and 
road extensions thereto, obtained from any mine, oil field, 
or other source of supply owned or controlled by the com- 
pany, it being understood that under such arrangements 
or practices, if availed of by the Director-General, he shall, 
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to the extent necessary to offset any increase in the 
standard return growing out of the furnishing by the com- 
pany or of its subsidiaries, during the test period, of fuel, 
materials and supplies under an arrangement or practice 
at less than the then cost or the then market value there- 
of for railroad purposes, be charged for such fuel, mate- 
rials, and supplies a price expressed in dollars or cents 
per unit below or above the then cost or the then market 
value thereof for railroad purposes (as the practice of the 
company may have been) in the same amount that the 
prices charged the company during the test period were 
below or above the then cost or the then market value 
thereof for railroad purposes; and at the request of the 
Director-General or the company the prices for fuel or 
materials supplied between December 31, 1917, and the 
execution of this contract. shall be adjusted on the fore- 
going basis: Provided, however, that a source of supply 
which the company had acquired to safeguard its own oper- 
ations shall not be depleted or reduced for use on other 
transportation systems, except in cases of emergency to 
be determined by the Director-General, in which event the 
quantity so used on other transportation systems shall be 
accounted for to the company at the fair value thereof: 
And provided further, That materials and supplies se- 
cured under contracts which the company had made for 
its own operations shall, so far as practicable, be used on 
the company’s property, and that, if used on any other 
transportation system, materials and supplies of like char- 
acter shall be furnished by the Director-General for use in 
making such additions, betterments and road extensions 
as shall be chargeable to the company, and _ shall be 
charged at cost under such contracts.* 

(i) The Director-General shall pay, or save the com- 
pany harmless from, all expenses incident to or growing 
out of the possession, operation and use of the property 
taken over during federal control, except the expenses 
which under this agreement are to be borne by the com- 
pany. He shall also pay or save the company harmless 
from all rents called in the monthly reports to the Com- 
mission equipment rents or joint-facility rents, and all 
judgments or decrees that may be recovered or issued 
against, and all fines and. penalties that may be imposed 
upon, the company by reason of any cause of action aris- 
ing out of federal control, or of anything done or omitted 
in the possession, operation, use, or control of the com- 
pany’s property during federal control, except judgments 
or decrees founded on obligations of the company to the 
Director-General or the United States. 

(j) The Director-General shall save the company harm- 
less from any and all liability, loss or expense resulting 
from or incident to any claim made against the company 
growing out of anything done or omitted during federal 
control in connection with, or incident to, operation or 
existing contracts relating to operation; and shall do and 
perform, so far as is requisite under federal control for 
the protection of the company, all and singular the things, 
of which he’ may have notice, necessary and appropriate 
to prevent, because of federal control or of anything done 
or omitted thereunder, the forfeiture or loss by the com- 
pany of any of its property rights, ordinance rights, or 
franchises, or of its trackage, lease, terminal or other con- 
tracts involving a facility of operation; but nothing here- 
in’ contained shall be construed to require the Director- 
General to make any capital expenditure necessary to pre- 
serve a franchise or ordinance right not heretofore availed 
of by the company. The Director-General shall also save 
the company harmless from any and all claims for breach 
of covenant heretofore entered into by the company or by 
any predecessor in title or interest in any mortgage or 
other instrument in respect to insurance against losses by 
fire. 

Nothing in this or in the preceding paragraph ‘shall -be 
construed to be an assumption by the Director-General of, 
or to make him liable on, any obligation of the company 
to pay a debt secured by a mortgage or any rent under a 
lease, except rents which during the test period. were. 
called in the monthly reports to the Commission equip- 


ment rents and joint facility rents and rents which under " 





*In view of the differing situations of the various carriers, 
a uniform standard clause covering the subject matter of 
paragraph (h) will not be insisted upon, the same being left 
open for such separate treatment as may be agreed on in 
each case. 
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the accounting rules of the Commission in force during 
the test period were classified as operating expenses. 
(k) In carrying out the provisions of paragraphs (a), 


' (b), (c) and (d) of this section and the provisions of 


section 6 hereof the Director-General shall not setile 
any claim by or against the company against the objec. 
tion in writing of the president or of any other duly auth- 
orized officer of the company. The conduct of all litiga- 
tion before any court or commission arising out of such 
disputed claims or out of operation prior to federal con- 
trol, shall be in charge of the Director-General’s legal force 
and the expense thereof shall be paid by the Director. 
General; but the company may, at its own expense, em- 
ploy special counsel in connection with any such litigation, 

(1) Nothing in this agreement shall be construed as 
inconsistent with the provision in section 10 of the fed- 
eral control act that no process, mesne or final, shall be 
levied against any property under federal control, nor as 
a waiver by the United States of any claim that might 
otherwise be made by it that the rights of any state or 
subdivision thereof or of any individual or corporation 
have been abrogated or suspended by the taking over of 
the company’s property or by federal control. 

(m) The company shall have the right at all reason- 
able times to inspect the books and accounts kept by the 
Director-General relating to the property of the company, 
or to the operation thereof, and the Director-General shall 
during federal control furnish the company with a copy 


.of the operating reports relating to its property, and as 


soon as practicable after the end of each fiscal year shall 
furnish to the company a complete list of its equipment as 
of the end of such fiscal year. 


Section 5.—Upkeep 


Sec. 5. (a) During the period of Federal control the 
Director-General shall, annually, as nearly as practicable, 
expend and charge to railway operating expenses, either 


~in payments for labor and materials or by payments into 


funds, such sums for the maintenance, repair, renewal, 
retirement, and depreciation of the property described in 
paragraph (a) of section 2 hereof as may be. requisite in 
order that such property may be returned to the Company 
at the end of Federal control in substantially as good 
repair and in substantially as complete equipment as it 
was on january 1, 1918: Provided, however, That the an- 
nual expenditure and charges for such purposes during 
the period of Federal control on such property and the fair 
distribution thereof over the same, or the payment into 
funds of an amount equal in the aggregate (subject to the 
adjustments provided in paragraph (c) and to the pro- 
visions of paragraph (e) of this section) to the average 
annual expenditure and charges for such purposes included 
under the accounting rules of the Commission in railway 
operating expenses during the test period, less the cost of 
fire insurance included therein, shall be taken as a full 
compliance with the foregoing covenant. 


(b) The Director-General may expend such sums, if 
any, in addition to those expended and charged under par: 
agraph (a) of this section (subject to the adjustments 
provided in paragraph (c) of this section) as may be 
requisite for the safe operation of the property described 
in* paragraph (a) of section 2 hereof, assuming a use sim- 
ilar to the use during the test period and not substan- 
tially enhancing the cost of maintenance over the normal 
standard of maintenance of railroads of like character and 
business during said period; and the amount, if any, of 
such excess expenditures during Federal control shall be 
made good by the Company as provided in paragraph (b) 
of section 7 hereof. 

(c) In comparing the amounts expended and charged 
under the provisions of paragraphs (a) and (b) of this 
section with the amounts expended and charged during 
the test period, due allowance shall] be made for any 
difference that may exist between the cost of labor and 
materials and between the amount of property taken over 
and the average for the test period, and, as to paragraph 
(a), for any difference) in use: between that of the test 
period and during Federal: control'which in the opinion of 
the Commission is substantialsenough to be considered, s0 
that the result shall be; as nearly’ as practicable, the same 
relative amount, character, and» durability of © physical 
reparation. , sa05 Mov 10} 

(d) At the request of either :party here shall be an 
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accounting of the amounts due by one party or the other 
under paragraphs (a) and (b) of this section at the end 
of e2ch year of Federal control and at the end of Federal 
con'rol. . 

(ce) If during Federal control any of the property de- 
scribed in paragraph (a) of section 2 hereof or any re- 
placement thereof or addition thereto or betterment or 
extension thereof is destroyed or damaged otherwise than 
by fire or public enemies, and is not restored or replaced 
py the Director-General, he shall reimburse the Company 
the value of the property destroyed or the amount of the 
damage at the time of the loss; and the cost of restora- 
tion or replacement, or said value or damage, as the case 
may be, shall be charged to annual railway operating 
expenses: Provided, however, That if the Commission, 
on application of either party and after giving due con- 
sideration to the practice of the Company during the test 
period in respect to such matters and to any other pert- 
inent facts and circumstances, determines that it is just 
and reasonable that said cost or value shall be apportioned 
or extended over a period of more than one year, this 
shall be done, and so much of said cost or value as may 
be apportioned by the Commission over the period subse- 
quent to Federal control, shall be charged to the Company 
in the final accounting at the end of Federal control and 
shall be paid by it. 

If, during Federal control, any of the property described 
in paragraph (a) of section 2 hereof or any replacement 
thereof or addition thereto or betterment or extension 
thereof is destroyed or damaged by fire, and is not restored 
or replaced by the Director-General, he shall reimburse the 
Company the value of the property destroyed or the 
amount of the damage at the time of the fire; and 
the cost of restoration or replacement or said value or 
damage, as the case may be, shall be charged to annual 
railway operating expenses, but the same shall not be 
considered a charge to such expenses for the purposes 
specified in paragraph (a) of this section. 

In case of any such loss or damage by fire, the Director- 
General shall, if given written notice of the requirements 
of any mortgage, equipment lease, or trust on the property 
so destroyed or damaged, make such restoration or re- 
placement, or pay such value or damage, in such way as 
to meet the requirements of such mortgage, equipment 
lease, or trust in the same manner as would have been 
proper in applying the proceeds of insurance on such prop- 
erty if it had been insured by the Company against loss 
or damage by fire in accordance with the terms of such 
instruments of lien; and a compliance with the written 
request of the Company in respect thereof shall be a full 
acquittance of any obligation of the Director-General in 
the premises. 

The foregoing parts of this paragraph are subject to the 
proviso that in case of loss or damage any additions and 
betterments made in connection with or as a part of the 
restoration or replacement of property damaged or de- 
stroyed and chargeable under the accounting rules of the 
Commission in force December 31, 1917, to investment in 
road and equipment, shall be charged to and paid by the 
Company. 

The Director-General shall not be liable to the Com- 
pany for any loss or damage due to the acts of public 
enemies. 


(f) If any additions, betterments, or road extensions 
are made to the property taken over or any equipment is 
added at the expenst of the Company and with the ap- 
proval or by order of the Director-General during Federal 
control, he shall expend and charge to railway operating 
expenses such sums either in payments for labor and 
materials or by payments into funds, as may be requisite 
for the proper maintenance, repair, renewal, retirement, 
and depreciation of such property until the end of Fed- 
eral control. : 

(g) The Company shall have the right to inspect its 
Property at all reasonable times during Federal control, 
and the Director-General shall provide reasonable facilities 
for such inspection. 

(h) If any question shall arise, either during or at the 
end of Federal control, as to whether the covenants or 
Provisions in this section contained are being or have been 
observed, the matter in dispute shall, on the application 
of either party, be referred to the Commission which, 
after hearing, shall make such findings and order as justice 
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and right may require, which shall be final as to,the ques- 
tions submitted and shall be binding on and observed by 
both parties hereto, except that either party may take 
any question of law to the courts, if it so desires. 


Section 6.—Taxes. 


Sec. 6 (a) All taxes assessed under Federal or any 
other governmental authority for the period prior to Jan- 
uary 1, 1918, including a proportionate part of any such 
tax assessed after December 31, 1917, for a period which 
includes any part of 1917 or preceding years, and unpaid 
on that date, all taxes commonly called war taxes which 
have been or may be assessed against the Company under 
the act of Congress entitled “An act to provide revenue 
to defray war expenses and for other purposes,” approved 
October 3, 1917, or under any act in addition thereto or in 
amendment thereof, and all taxes which have been or 
may be assessed on property under construction, and all 
assessments which have been or may be made for public 
improvements, chargeable under the accounting rules of 
the Commission in force December 31, 1917, to investment 
in road and equipment, shall be paid by the Company; 
but upon the amount thus chargeable to investment in- 
terest shall be paid to the Company during Federal con- 
trol at the rate provided in paragraph (d) of section 7 
hereof. Taxes assessed during construction on additions, 
betterments, and road extensions made by the Company 
with the approval or by order of the Director-General 
during Federal control, shall be considered a part of the 
cost of such additions, betterments, and extensions and 
shall, under the provisions of paragraph (d) of section 7 
hereof, bear interest as a part of such cost from the date 
of the completion of such additions, betterments, or ex- 
tensions. Assessments for public improvements which do - 
not become a part of the property taken over shall bear 
interest from the date of the payment of such assessment. 

(b) If any tax or assessment which under this agree- 
ment is to be paid by the Company is not paid by it when 
due, the same may be paid by the Director-General and 
deducted from the next installment of compensation due 
under section 7 hereof. If any taxes properly chargeable 
to the Director-General have been or shall be paid by the 
Company, it shall be duly reimbursed therefor. 

(c) The Director-General shall either pay out of rev- 
enues derived from railway operation during the period 
of Federal control or shall save the Company harmless 
from all taxes, and the expense of suits in respect thereof, 
lawfully assessed under Federal or any other govern- 
mental authority for any part of said period on the prop- 
erty under such control, or on the right to operate as a 
carrier, or on the revenues derived from operation, and 
all other taxes which under the accounting rules of the 
Commission in force December 31, 1917, are properly 
chargeable to “railway tax accruals,” except the taxes and 
assessments for which provision is: made in paragraph 
(a) of this section. 

(d) If any such tax is for a period which began before 
January 1, 1918, or continues beyond the period of Federal 
control, such portion of such tax as may be apportionable 
to the period of Federal control shall be paid by the Di- 
rector-General, and the remainder shall be paid by the 
Company. 

(e) Whenever a period for which a tax is assessed 
cannot be definitely determined, so much of such tax as is 
payable in any calendar year shall be treated as assessed 
for such year. 

Section 7.—Compensation. 


Sec. 7. (a) The annual compensation guaranteed to the 
Company under section 1 of the Federal control act shall 
be the sum of 


dollars during each year and pro rata for each fractional 
part of a year of Federal control, subject, however, to 
any increase or decrease in the standard return here- 
after made by the Commission, as provided in paragraph 
(d) of the preamble of this agreement. 

(b) The said compensation shall be paid to the Com- 
pany quarterly in equal installments on the last days of 
March, June, September and December of each year for 
the quarter ending therewith, except that the first two 
installments shall be due as of March 31, 1918, and June 
30, 1918, respectively, but shall be paid upon the execution 


’ of this agreement; but from each installment there may 


be deducted any amount then due by the Company under 
paragraphs (a) and (d) of section 4 hereof, under para- 





540 THE TRAFFIC WORLD 


graph (b) of section 5 hereof, and under paragraph (b) 
of section 6 hereof, and all amounts required to reim- 


burse the United States for the cost of additions and ~ 


betterments made to the property of the Company not 
justly chargeable to the United States, unless such mat- 
ters are financed or otherwise taken care of by the Com- 
pany to the satisfaction of the Director-General, and the 
Director-General may apportion any such amounts to two 
or more subsequent installments: Provided, however, 
That said power to deduct amounts due or accruing under 
paragraph (b) of section 5 hereof and the cost of addi- 
tions and betterments not justly chargeable to the United 
States shall not be so exercised as to prevent the Com- 
pany from paying out the sums reasonably required to 
support its corporate organization, to keep up sinking 
funds for the Company’s debts required by contracts in 
force Dec. 31, 1917, to pay its taxes, to pay rents and 
other amounts (not chargeable to capital account) prop- 
erly payable by the Company for leased or operated roads 
and properties, to pay interest which has heretofore been 
regularly paid by the Company, and interest on loans 
issued during Federal contrel and approved by the Di- 
rector-General,* nor shall such deduction be made in re- 
spect of additions and betterments which are for war 
purposes and not for the normal development of the Com- 
pany, nor in respect of road extensions, nor in respect of 
amounts due under paragraphs (a) and (d) of section 4 
hereof, in cases where the current assets, including ma- 
terials and supplies, of the Company taken over by the 
Director-General under the provisions of this agreement 
clearly exceed the current liabilities of the Company paid 
or assumed by the Director-General under said section. 
In the event of a difference as to the fact whether addi- 
tions and betterments are for war purposes and not for 
the normal development of the Company, or as to whether 
an addition is a road extension, the question may, on 
application of either party, be referred to and determined 
by the Commission. 

The power provided in this paragraph to deduct the 
amount due by the Company for the cost of additions 
and betterments not justly chargeable to the United 
States is further declared to be an emergency power, to 
be used by the Director-General only when he finds that 
no other reasonable means is provided by the Company 
to reimburse the United States, and, as contemplated by 
the President’s proclamation and by the Federal, control 
act, it will be the policy of the Director-General to use 
such power of deduction as not to interrupt unnecessarily 
the regular payment of dividends as made by the Com- 
pany during the test period. 

Overdue installments of compensation, or balances 
thereof, provided for in this section shall bear ,interest 
from maturity at the rate of five per cent per annum, ex- 
cept that if the Director-General shall, prior to the execu- 
tion of this contract, have loaned the Company any money, 
the installments of compensation overdue at the date of 
the execution hereof shall bear interest from maturity at 
the same rate as that charged to the Company on such 
loans. 

(c) During Federal control the Company shall not, with- 
out the prior approval of the Director-General, issue any 
bonds, notes, equipment trust certificiates, stock, or other 
securities, or enter into any contracts (except contracts 
in respect of corporate affairs and property not taken 
under Federal control), or agree to pay interest on its 
debt at a higher rate, or for rent of leased roads and 
properties a larger amount, than the rates and amounts 
payable as of, or required by contracts in force on, De- 
cember 31, 1917. The Company may, however, procure 
the authentication and delivery to it under any mortgage 
or trust deed or agreement in force December 31, 1917, of 
bonds or notes issuable thereunder in respect of additions, 
betterments, extensions, and equipment, or for refunding 
purposes. 

(d) Upon the cost of additions and betterments ,(in- 
cluding equipment), less retirements in- connection there- 
with, and upon the cost of road extensions, made to the 
property of the Company during Federal control, the Di- 
rector-General shall, from the completion of the work, pay 
the Company a reasonable rate of interest, to be fixed by 


*The Company will be expected to furnish the Director- 
General, prior to the execution of any contract, with a sworn 
statement of all the fixed charges, rents, and other items men- 
tioned in this clause, as of December 31, 1917. 
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him on each. occasion. In fixing such rate or rates he may 
take into account not merely the value of money but ail 
pertinent facts and circumstances, whether the money used 
was derived from loans or, otherwise, provided that to the 
extent that the money is advanced by the Director-General] 
or is obtained by the Company from loans or from the 
proceeds of securities the rate or rates shall be the saine 
as that charged by the Director-General for loans to the 
Company or to other companies of similar credit. 


(e) From its compensation so received by it or from 
other income, if adequate for the purpose, the Company 
shall make all payments of interest, rents and other sums 
necessary to prevent a default under any mortgage or 
lease of any of the property described in paragraph (a) 
of section 2 hereof; and if at any time during Federal 
contro] the Company, by virtue of any change in the right 
of possession (subject to the rights of the United States) 
to any of said property or otherwise, shall no longer be 
entitled as between itself and any other person or corpora- 
tion to receive the entire compensation herein provided, 
such compensation shall be apportioned and paid, as be- 
tween the parties entitled thereto, as justice and right 
may require. 

Section 8—Claims for Losses on Additions, etc. 

Sec. 8.-°(a) Prompt notice in writing, except as provided 
in paragraph (d) of this section, shall be given the Com- 
pany of the making or ordering of any additions, better- 
ments, or road extensions, including terminals, . motive 
power, cars, or other equipment to or for the property of 
the Company costing more than one thousand dollars, 
with an estimate of the cost thereof. Such notice shall be 
given before the beginning of the work or the acquisition 
of the property whenever in the judgment of the Director- 
General it is practicable to do so. Within a reasonable 
time after the completion of the work or the acquisition 
of the property, a written statement of the final cost 
thereof shall be given the Company. There shall be fur- 
nished the Company, as soon as practicable after the end 
of each month, a written statement of all expenditures 
estimated to cost one thousand dollars or less chargeable 
to investment in road and equipment made during the 
month, with a brief description of the work done or of 
the property acquired; and such statement shall consti- 
tute all the notice of additions and betterments costing 
one thousand dollars or less required by (b) and (c) of 
this section. The notices provided in this paragraph may 
be given to the president of the Company unless the Com- 
pany designates some other officer to receive the same, in 
which event the notice shall be given to such other officer. 


(b) Any claim of the Company for loss accruing to it 
by reason of expenditures for additions and betterments 
made to the property of the Company during Federal con- 
trol in connection with or as a part of the work of main- 
taining, repairing, and renewing the Company’s property 
and chargeable under the accounting rules of the Com- 
mission in force December 31, 1917, to investment in road 
and equipment, except such expenditures as are incurred 
in connection with the replacement of buildings and struc- 
tures in new locations, may be determined by agreement 
between the Director-General and the Company, or, failing 
such agreement as to the fact or amount of such loss, the 
quéstions at issue may, upon the application of either 
party at any time after the filing of the statement of 
claim hereinafter referred to, be ascertained in the man- 
ner provided in section 3 of the Federal control act: Pro- 
vided, however, That no loss shall be ¢laimed by the Com- 
pany and no money shall be due to it in respect of such 
additions and betterments upon the ground that the actual 
cost thereof at the time of construction was greater than 
under other market and commercial conditions; and for 
the purpose of determining such controversy the amount 
paid for any addition or betterment shall be deemed the 
fair and reasonable cost thereof and shall be taken as the 
basis for such determination; nor unless the Company, 
within sixty @ays of notice to it that the work will be 
done, shall give the Director-General notice of objection 
thereto and shall file with the Director-General a state 
ment of its claim within ninety days after notice of the 
completion of the work. . 

(c) Any claim of the Company for loss accruing to it 
by reason of any additions and betterments which ‘are not 
made in connection with or as a part of the work of 
maintaining, repairing and renewing the Company’s prop- 
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erty, or accruing to it in connection with maintenance in 
the replacement of buildings and structures in new loca- 
tions, or by reason of road extensions, terminals, motive 
power, cars or other equipment made to or provided for 
the property of the Company during Federal control, may 
be determined by agreement between the Director-General 
and the Company, or failing such agreement as to the fact 
or amount of such loss, may, by proceedings instituted 
noi later than six months after the end of Federal con- 
trol, be ascertained in the manner provided in section 3 of 
the Federal control act: Provided, however, That no loss 
shall be *laimed by the Company and no money shall be 
due to it in respect of such additions, betterments, road 
extensions, terminals, motive power, cars, or other equip- 
ment mentioned in this paragraph upon the ground that 
the actual cost thereof at the time of construcion or acqui- 
sition was greater than under other market and com- 
mercial conditions; and for the purpose of determining 
such controversy the amount paid for any additions, bet- 
terments, road extensions, terminals, motive power, cars, 
or other equipment shall be deemed the fair and reason- 


able cost thereof and shall be taken as the basis for such. 


determination: nor unless within sixty days after notice 
to the Company of such construction or acquisition writ- 
ten notice is given to the Director-General by the Com- 
pany that it will claim a loss in respect thereof. With 
and as a part of such notice the Company shall state its 
objections to such construction or acquisition as far as 
reasonably practicable at the time. Nothing in this agree- 
ment shall be construed as barring the United States from 
contending that no loss within the meaning of the Fed- 
eral control act accrued to the Company by reason of any 
additions, _betterments, or road extensions made during 
Federal control by order ‘or approval of the Director-Gen- 
eral, if it is made to appear that the Company itself but 
for Federal control should in the exercise of sound judg- 
ment have made such addition, betterment or road_exten- 
sion. 

(d) Where additions, betterments or road extensions 
or terminals, motive power, cars, or other equipment have 
been made to or provided for the property of the Com- 
pany during Federal control but prior to the execution of 
this agreement, the Director-General shall not be required 
to give the notice thereof provided for in paragraph (a) of 
this section and notice by the Company of any claim of 
loss in respect thereto may be given the Director-General 
within ninety days after the execution hereof: and such 
claims shall thereafter be proceeded with in the manner 
provided in paragraph (b) or paragraph (c) of this sec- 
tion, as the case may be. 

(e) The Director-General shall reimburse the Company 
for the amount of loss ascertained under this section with 
a proper adjustment of interest thereon. 

(f) The Director-General shall not acquire any motive 
power, cars or other equipment at the expense, or on the 
credit, of the Company in excess of what in his judgment 
is necessary, in addition to its then existing equipment, 
to provide for the traffic requirements of its own system of 
transportation; but this provision shall not -prevent the 
Director-General, after the acquisition of such equipment, 
from using the same, or any part thereof, on the line of 
any other transportation system operated .by him. 


Section 9.—Final Accounting. 


Sec. 9. (a) At the end of Federal control all the prop- 
erty described in paragraph (a) of section 2 hereof shall 
be returned to the Company, together with all repairs, 
renewals, additions, betterments, replacements, and road 
extensions thereto which have been made during Federal 
control, except as any part thereof may have been de- 
stroyed or retired and not replaced, in which case the 
provisions of section 5 hereof shall govern and except 
that the Director-General shall not be obliged to restore 
or replace property destroyed or damaged by the acts of 
public enemies. : 

(b) At the end of Federal control the Director-General 
shall return to the Company all uncollected accounts re- 
ceived by him from the Company and also materials and 
supplies equal in quantity, quality and relative usefulness 
to that of the materials and supplies which he received 
and to the extent that the Director-General does not re- 
turn such materials and supplies-he shall account for the 
Same at prices prevailing at the end of Federal control. 
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To the extent that the Company receives materials and 
supplies in excess of those delivered by it to the Director- 
General it shall account for the same at the prices pre- 
vailing at the end of: Federal control, and the balance 
shall be adjusted in cash. 

(c) The total amount of the account “Net balance re- 
ceivable from agents and conductors” at the end of Fed- 
eral control may be turned over by the Director-General 
to the Company. He may also turn over all assets which 
have accrued out of operation; and the Company shall, 
to the extent of the cash received or realized from such 
assets, pay and charge to the Director-General all ex- 
penses arising out of railway operations during Federal 
control, including reparation and other claims, and may, 
unless objection is made “by the Director-General, pay 
and charge to him any such expenses, including repara- 
tion and other claims in excess of the cash so received or 
realized. On the first day of the third month following 
the termination of Federal control an accounting between 
the parties shall be had, and so on the first of each third 
month thereafter. Any balance found due either. party 
shall be payable as of the date on which the account is 
stated and shall bear interest until paid. 


(d) At the end of Federal control there shall be paid 
to the Company any balance then remaining unpaid of 
the cash and special deposits received from the Company 
at the beginning of Federal control, together with any 
unpaid interest which may have accrued upon the same. 
There shall also be paid to the Company all special funds 
which were taken over by the Director-General as enumer- 
ated in section 2 hereof, and any funds created under the 
provisions of this agreement, except to the extent that 
such funds may have been properly used under this 
agreement. 


(e) Wherever under any provision of this section there 
is to be an adjustment of interest, it shall be at the rate 
of five per cent per annum unless the parties shall in 
any case agree on a different rate. 


(f) After Federal control no claim by or against the 
Director-General shall be settled by the Company against 
the written objection of the Director-General or the Attor- 
ney-General of the United States. The conduct of all 
litigation before any court or commission arising out of 
such disputed claims or out of operations during Federal 
control shall be in charge of the Company’s legal force 
and the expense thereof shall be paid by the Company; 
but the Director-General or the Attorney-General may, at 
the expense of the United States, employ special counsel 
in connection with any such litigation. 

(The following three pages show the manner in which 
the government would like to have the contracts executed.) 


THE WAGE INCREASE 


The Trafic World Washington Bureau. 


The official announcement.of another increase in wages 
to railroad employes, numbering about a million, or one- 
half of the whole railroad staff, was made September 5. 
The official press agent announcement says that “because 
of the situation resulting from General Order No. 27, it 
is impossible to estimate adequately at this time how 
much an increase in the operating expenses of the rail- 
roads these changes will total.” 


Unofficial estimates are that the increase will add $200,- 
000,000 to the expense of operating the railroads. These 
increases were announced in supplements Nos. 7 and 8 to 
General Order No. 27. . The last mentioned is the first 
wage increase order. The supplement numbers, therefore, 
indicate eight additions to the pay rolls since the first. 

It is felt in many quarters that this last increase in 
wages means another blanket increase in rates instead of 
any possible decrease. It is known that a twenty-five per 
cent increase in rates should bring in more than a billion 
dollars if it could be assumed there would be no diminu- 
tion in volume of business and that another increase would 
not be necessary, even if the advances in wages amounted 
to one billion. It is, however, hard to think that the vol- 
ume will remain unchanged, hence the thoughts about 
another blanket increase in rates which necessarily would 
be running into effect just about the. time the higher taxes 
proposed in the war revenue bill introduced September 3 
became effective and just ahead of the drive for the fourth 
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Liberty Loan and the consolidated drive for the Red Cross 
and other war activity organizations. > 

While there are two supplements to General Order No. 
27, an addition to supplement No. 4 was given out at the 
same time. The addendum to supplement No. 4 pertains 
to coach cleaners. It gives them a minimum of twenty- 
eight cents an hour and a maximum of 40. They are all 
to be paid on the hourly basis, with eight hours as the 
basic day. The minimum for that lowest class of labor, 
therefore, becomes $2.24 per day, with a maximum of $3.20. 
The press announcement with regard to the two supple- 
ments is as follows: 

Supplements No. 7 and No. 8 to General Order No. 27 
affect nearly one million employes of railroads under 
federal control, and deal with questions of pay and hours 
of work. | 

Supplement No. 7 affects all clerks, station employes, sta- 
tionary enginemen, boiler washers, power transfer and 
turntable operators, and common laborers in shops, round- 
houses, stations, storehouses and warehouses. It contains 
general rules for promotion and adjustments of grievances. 

Supplement No. 8 affecfs all maintenance of way depart- 
ment employes working on tracks, bridges and buildings, 
and includes painters, mason and concrete workers, water 
supply employes, plumbers, etc. 

The two supplements stabilize wages and remove in- 
equalities occurring in General Order No. 27. The two 
supplements were issued by the Director-General after 
recommendations had been made by the Board of Railroad 
Wages and Working Conditions, based on an exhaustive in- 
vestigation made by the board. 

In the supplements certain basic wage “minimums are 
established. 

Generally speaking, the wage increases contained in the 
supplements, amount, as compared with the wages paid 
on January 1, 1918, to $25.00 per month for employes paid 
on a monthly basis, and 12 cents per hour for employes 
paid on an hourly basis. These increases include any in- 
crease granted to these employes put into effect under 
General Order No. 27. General Order No. 27 is cancelled 
in so far as it applies to these employes. 

The new rates are effective as of September 1, 1918. 
Back pay from January 1, 1918, not already paid out will, 
of course, be based on the rate established in General 
Order No. 27. - 

Under these supplements the eight-hour day is estab- 
lished throughout for these employes, with overtime up to 
= hours on a pro rata basis with time and one-half there- 
after. 

Because -of the situation resulting from General Order 
No. 27 it is impossible to estimate adequately at this time 
how much an increase in the operating expenses of the 
railroads these changes will total. 


ROUTING AND PACKING 


The Trafie World Washington Bureau. 


The Railroad Administration is giving close attention to 
routing of cars and the packing of L. C. L. shipments, the 
first to prevent useless hauling and the second to prevent 
claims for loss or damage. Director-General McAdoo, Sep- 
tember 11, announced that the move to eliminate circuitous 
routing had already yielded results worth considering and 
that shippers are co-operating with the railroad men to 
prevent the unnecessary use of cars and rails. In a formal 
statement the Director-General said: 


Several months ago arrangements were made to check bill 
at the more important junction points, change routing and send 
ears via direct routes, calling attention of the initial lines and 
shippers to round-about ‘routing. 

A report of very great interest shows that during a recent 
month three Wisconsin junctions re-routed 1,221 cars, with a 
saving of 93,750 car-miles. The real transportation economy 
in this, however, is the fact that all these cars were originally 
routed through Chicago, and were diverted to other junctions, 
thereby avoiding handling through Chicago terminals, as well 
as making a saving in car-miles. 


To prevent the creation of loss and damage claims, par- 
ticular attention has been given to the packing. The in- 
spection of packages has become more rigid and the man 
who sends in a box that will not stand the strain of trans- 
portation is apt to find the package returned to him for 
his attention. 

Reports from one middle west district indicate that dur- 
ing the period of four months just ending, a total of 27,541 
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small shipments were turned down by the receiving clerks; 
14,570 of these shipments were repaired or recoopere 
‘and were accepted by the railroads for shipment; 12,971 cf 
the shipments, however, were rejected entirely by the rai’- 
roads. This, of course, means that consignees received 
their goods in much better condition, and also means 2 
big saving to the railroads in avoiding numerous claims 
for loss and damage which would have accrued had the 
shipments been accepted as originally presented. 

This rerouting of cars is made without impairing the 
integrity of the rate. Nor does it add to the difficulties 
of the shipper who desires to reconsign or divert -his ship- 
ment or is forced to have recourse to reconsignment cr 
diversion because of the non-delivery of freight at destina- 
tion in time to serve the purpose for which the goods were 
ordered. The permission of the Commission, granted early 
in the year, gives the Railroad Administration the right 
to reroute traffic on condition that the rate over the route 
specified by the shipper shall be respected. The railroads 
had that right without permission from the Commission 
if there were any physical reason for such diversion. The 
shipper’s routing is usually inserted on account of a desire 
to give some money to an intermediate carrier or to make 
possible a particular delivery. Routing over non-controlled 
roads is supposted to be protected, although the owners 
of short lines say their legal rights are disregarded by 
the managers of the government-controlled trunk lines in 
many instances. Some shippers have also claimed that 
the government-controlled lines have not made the deliv- 
eries specified. If that is the fact, both short line and 
shipper are supposed to have a legal right to recovery 
of the loss so sustained, although the assertion of a legal 
right, at this time, may not bring any immediate financial 
results. 

As to diversion and reconsignment on cars that have 
had their routing changed, the carriers in the route speci- 
fied are supposed to know the routes to which the cars 
have been sent and to be able to send the proper orders 
for reconsignment or diversion. In other words, the inci- 
dental burdens resulting from the desire to save mileage 
are supposed to be borne by the roads constituting the 
route designated by the shipper. 


GENERAL ORDER No. 43 


The Trafic World Washington Bureau. 


Abolition of garnishment and attachment proceedings 
against money held by government-controlled roads, de- 
creed in General Order No. 43, places railroad employes 
in the same class, with respect to their debts, as govern- 
ment employes. The clerk who owes money may be sued, 
but his salary cannot be attached or garnisheed. That, 
however, does not mean that he will not pay his debt. 
The chief clerks in the government service warn the em- 
ploye who does not pay; then, if he does not make ar- 
rangement for paying, or give some good reason for not 
paying, he is dismissed. The order is as follows: 

Whereas, proceedings in garnishment, attachment, or 
like- process by which it is sought to subject or attach 


money or property under federal control or derived from 
the operation of carriers under federal control under the 
act of Congress of March 21, 1918, are inconsistent with 
said act, and with the economical and efficient adminis- 
tration of federal control thereunder; and 

Whereas, such preceedings are frequently commenced, 
particularly for the garnishment or attachment of amounts 
payable, or claimed to be payable, as wages or salaries 
of employes, which practice is prejudicial to the interests 
of the Railroad Administration in the operation of the 
lines and systems of transportation under federal control 
and is not necessary for the protection of the rights or 
the just interests of employes or others; and 

Whereas, if any rules or regulations become necessary 
to require employes to provide for their just debts, the 
same will be issued hereafter: 

It is therefore ordered that no moneys or other property 
under federal control or derived from the operation of 
carriers while under federal control shall be subject to 
garnishment, attachment, or like process in the hands of 
such carriers, or any of them, or in the hands of any 
employe or officer of the United States Railroad Admin- 
istration. 
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September 14, 1918 


THE TRAFFIC WORLD 


The Open. Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions are Welcomed 


A. C. TUMY COMMENDED 


Editor The Traffic World: 


On page 396 of your August 24 issue appears an article 
entitled “New Routing Tariff.” 

Although I read this article with attention, I failed to 
observe therein any enthusiastic expressions of approval 
of Mr. Tumy’s routing instructions. 

In my opinion Mr. Tumy’s action in this matter merits 
the highest commendation and is worthy of emulation 
by other railroad officials. His routing tariff expresses 
the attitude of the Director-General. By far the greatest 
good so far accomplished by the Railroad Administration 
is the reduction in the economic waste of circuitous trans- 
portation—waste that the public pays for. It is probably 
conservative to estimate that an average of 40 per cent 
of unnecessary car mileage has been the rule. If each 
of a thousand cars moves an average of 300 miles where 
the same results could have been attained by an average 
movement of 200 miles each, there are 100,000 unneces- 
sary car miles.that somebody must pay for. 

The unwise provision in the act to regulate commerce, 
according the initial line full length haul, has always 
effectually barred any action by the Interstate Commerce 
Commission tending to remedy the evil. Rates were based 
on the long routes, which, of course, imposed an undue 
tax on the public. 

I recall a traffic official witness in a rate case protesting 
pathetically that a reduction in certain lumber rates would 
reduce his earnings to less than four mills per ton per 
mile. And his figures were correct; but they were based 
on circuitous routes that gave his line full length hauls. 
The same rates computed on reasonably direct routes 
which would have given the initia] line less than full 
length hauls yielded six and seven mills per ton mile. 

The greatest evil in the whole field of transportation 
is circuitous transportation, and Mr. Tumy’s action is 
certainly worthy of unqualified praise. 

O. P. Gothlin. 

Indianapolis, Ind., Aug. 27, 1918. 


FREIGHT CLAIM TROUBLES 


Editor The Traffic World: 

In your issue of The Traffic World, dated September 
7, there is an article under the head of “Government Op- 
eration From the Standpoint of a Freight Claimant,” that 
we wish could be read by every consignee in this country 


who has railroad expense bills to pay. It sets out so 
clearly the difficulties that surround consignees’ protection 
against impositions and the injustice attending over- 
charges and corrections in freight bills that we believe 
if it could be read generally by the patrons of the rail- 
roads, it would create a universal protest that could be 
made felt by the Railroad Administration. 


We have in this city an association, orgatized by the 
tailroads entering this city, called the Railroad Clearing 
House Association, and all freight bills are collectible 
by that concern. Questionable charges, however, are not 
entertained by the institution, they taking the position 
that they have no funds with which to protect over- 
charges. Also in cases of plain tariff excesses they sim- 
ply, when such are called to their attention, say that 
we must furnish tariff authority for our position. Since 
we and, doubtless, all consignees whose business does 
noi justify the employment of a traffic man, cannot Keep 
a iine on tariffs and amendments, you can see easily the 
dificulty attending our having to furnish them this in- 
formation. It is reasonable, we think, to suppose that the 
above association is amply provided with and informed 
on current tariff rates. Evidently this plan on their part 


is simply a new method adopted to confound and em- 
barrass railroad patrons with added difficulties. Naturally 
the war tax added to expense bills, which item consignees 
are expected to absorb, makes it imperative upon the part 
of the consignee, for his own protection, to see that noth- 
ing more than ‘the freight due the carrier is collected. 
Badger Lumber Company, 
Per A. F. Congleton. 
Kansas City, Mo., Sept..10, 1918. 


SOUTHWESTERN LIVE STOCK RATES 


Editor The Traffic World: 

Personal controversies are of no value to the American 
shipper, and it is personally of little concern to the cor- 
poration commissioners of Oklahoma whether or not we 
are advertised as blinded weaklings ready to accept any 
kind of compromise in order to be permitted to have the 
use of one eye. Your Washington correspondent, in the 
issue of August 31, page 445, “Southwestern Live Stock 
Rates,” tangles up the record so badly that it should be 
corrected. 

The facts in brief are: Following repeated and vigor- 
ous protest to Washington against the outrageous rate 
discrimination then threatened—now in force—against 
Oklahoma, appointment was made to meet the Western 
Traffic Committee at Chicago June 11. We again wired - 
Washington, “We want results—do not want to go to 
Chicago for an academic discussion of the rate question.” 
Under date of June 8 received wire from Washington say- 
ing, “Traffic Director advises that it is assumed that the 
committee in Chicago will decide questions of discrimina- 
tion arising.” 

On reaching Chicago we were re-referred to the South- 
western Tramc Committee at St. Louis, as just the boys 
to handle our case. During the conterence at St. Louis 
on June 12 wire was received from Director Chambers at 
Washington saying: “We will publish the new Shreve- 
port rate plus 25 per cent for-Okiahoma.” We bitterly 
protested against foreclosing the matter in this way, say- 
ing to the committee: “It is evident that the wires from 
here to Washington work both ways.” After listening to 
the proposals by the committee in the way of “conces- 
sions” in the rates on scrap iron, junk, vinegar, etc., we 
stated to the committee that we might be reaily as helpless 
as the Russians at Brest-Litvosk, but that we wouid not, 
like Lenine and Trotzky, sign the treaty. They couid not 
have misunderstood our statement that we would much 
prefer no recommendation from them to that which they 
were proposing and did make, as the strategic retreat 
made by the committee and Director Chambers would only 
serve to “muss up” the situation and enable the Railroad 
Administration to say: “We have made concessions to 
Oklahoma,” whereas no adequate relief was being given. 

Your article says: “According to reports brought to 
Washington, the Oklahoma people agreed to the com- 
promise.” In order that no such report might be “brought 
to Washington” a written statement was furnished to Mr. 
West, chairman, in the presence of the entire committee, 
saying that Oklahoma would cheerfully and gladly pay a 
rate equal to the average of intra and inter state rates 
in surrounding territory, but that we positively refused to 
accept the proposals of the committee and the wire of 
Director Chambers as an adjustment of the Oklahoma rate 
situation. ° 


Following this the Oklahoma Corporation Commission 
called a public hearing for July 31, which the carriers 
and Director-General McAdoo were cited to attend. That 
Mr. McAdoo saw fit to ignore us is true; that more than 
one million dollars has already been extorted from our 
Oklahoma shippers through excessive and discriminatory 
freight rates is also true; being true, it reflects no par- 
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ticular credit on Mr. McAdoo that he continues to ignore 
the just demands of two million loyal Americans who ask 
only justice—only that they be permitted to use the na- 
tional transportation system upon equal terms as is 
granted the citizens of adjoining states in similar territory 
upon the same lines of railroad. 

Those who live in Oklahoma can realize the injustice 
of the outrageous discriminations now in effect against us 
without the use of even “one eye”—we can feel it. 

I realize that there are some who think it funny that 
the Director-General should ignore Oklahoma, but if the 
transportation system of our nation is to be conducted as 
a side line by an official who is so busy that he needs 
deny two million Americans even the right to be heard, it 
is too serious a matter to be funny. Those who smile 
now may find the laugh coming out of the other cornei 
of their mouths later—if we stand on a parity with an 
Austrian province to-day, where may you stand to-morrow? 

Campbell Russell, 
Member Corporation Commission of Oklahoma. 
Oklahoma City, Okla., Sept. 4, 1918. 





Certainly we have no disposition to laugh at the predicament 
in which Oklahoma has found herself nor at any other similar 
situation brought about by arbitrary exercise of power under 
government operation of the railroads, where such exercise of 
power is not of a kind to be considered necessary in the win- 
ning of the war. We should think our readers would under- 
stand thac, no matter if, by chance, language not actually 
pleasing to some concerned may inadvertently have been em- 
ployed. But we seem to be “damned if we do and damned if 
we don’t.’’—Editor The Traffic World. 


BAGGAGE DEFINED 


Editor The Traffic World: 

Attention has been drawn to article under Current 
Topics in Washington, page 264, Traffic World, August 10, 
“Beating Railroad Congestion’—that part referring to 
shipping building material as excess baggage. 

If the suggestion is acceptable, we believe it is inad- 
visable to call attention to all shippers throughout the 
country, in such a general way, to such violations without 
also closing your article with’ the advice that it is a vio- 
lation of tariffs, and thereby of the law, and such practices 
should be discontinued. 

This especially in view of the efforts that are being 
made by the Administration in trying to reduce the amount 
of baggage carried in cars, and the efforts of the baggage 
committee in arranging for uniform baggage rules and the 
elimination of such practices. . 

Just recently the dry goods wholesalers have been asked 
to reduce the amount of baggage carried, and others will 
receive similar requests, and we know the Administration 
needs all of the baggage cars that can be obtained for 
the handling of our troops. 

We think it is opportune to call attention to the fact 
that baggage is defined: First, personal baggage consists 
of wearing apparel, toilet articles and similar effects in 
actual use, and necessary and appropriate for the wear, 
use, comfort and convenience of the passenger for the 
purpose of the journey, and not intended for other persons 
nor for sale; second, sample baggage consists of baggage 
for the commercial as distinguished from the personal use 
of the passenger and is restricted to catalogs, models and 
samples of goods, wares or merchandse, in trunks or other 
suitable containers, tendered by the passenger for check- 
ing as baggage to be transported on a passenger train, for 
use by him in making sales or other disposition of the 
goods, wares or merchandise represented thereby. 

J. W. Cobey, 

Chairman, Baggage Committee, National Industrial Traf- 

fic League. 

Dayton, O., Aug. 27, 1918. 


PRIVATE EQUIPMENT - 


Editor The Traffic World: 

In your issue of August 31, under the heading, “Private 
Cars a Burden,” you discuss the recent decision of the 
Interstate Commerce Commission in the private car case 
(50 I. C. C., 652) and say: 

“The private car is a burden upon the man who provides 
it in the sense that the carrier compels him to make an 
investment upon which he can make no direct return.” 
That begs the question as to whose duty it is to provide 
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the so-called equipment. It is also contrary to the evi- 
dence as to his getting a return upon the investment. 

In the trial of the case there was little dissent from 
the proposition that the meat car of the packers and the 
oil car of the refiners are more packages than cars. In- 
deed, the oil refiners were almost without exception very 
distinct and emphatic in the contention that the oil tank 


- car is as much a plant facility as the stationary tank upon 


their premises, and they were equally emphatic in making 
the claim that the carrier should not be required and 
should not be permitted to provide such a plant facility. 
They said that for the carriers to undertake to furnish 
the various kinds of tank car required for the various 
kinds of oil would call for more cars than are really 
necessary to do thé business of the country and that the 
business would not be so well done in the end. 

If, therefore, a tank is to such a considerable extent a 
plant facility and only to a minor degree a car, how can 
it be said that the carrier “compels the refiner to make 
an investment upon which he can make no direct return?” 
Does he not make a return on the investment when he 
gets a profit on the operation of his whole plant? What 


right has he to an independent return upon the invest-- 


ment in this movable plant facility any more than he has 
for a return upon that in his stationary tanks? He ad- 
mitted that he could not expect a separate return upon 
the money in his stationary tanks. 

The tank car is primarily an enormous barrel, in which 
the refiner now delivers his shipment in place of the 
large number of wooden barrels in which he formerly de- 
livered it—with this difference against the carrier, that 
when the shipper delivered in wooden barrels the carrier 
had some show to get a return load in its car, whereas 
it never gets a return load in the present-day tank car. 
It is secondarily a car and the owner receives mileage 
for that use of it. But he should not receive pay for its 
service as a barrel. 

What I have said about tank cars applies also to the 
meat car of the packers, which is specially constructed 
to hold the load suspended from the roof, and which is 
a perambulating meat chest. 

T. J. Norton, 
General Attorney, A. T. & S. F. Ry. System. 
Chicago, Ill., Sept. 5, 1918. 


OPERATING FIGURES ANALYZED 


Editor The Traffic World: 
Your issue of August 31, page 416, “Half Year’s Oper- 
ating Figures,” says: 


The first six months of government operation of the railroads 
produced a balance sheet that would be exceedingly painful to 
the country if adequate explanations could not be offered. A 
summary of the results in that half year covering all but one 
of the large roads, with a mileage of 232,949, was given out by 
the Commission on August 24. That summary shows a fall in 
the net revenue from operation from $543,91 ,792 to $265,741,473 
and in the operating income from $458,203,531 to $173,194,407. 

An increase in wages of $133,043,201 and the terrific weather 
during the first three months of the period make a satisfactory 
explanation for the bad showing. The increase in wages was 
written into the books during June. That operation, called by 
the statisticians ‘‘taking into the accounts,’’ makes a lament- 
able presentation of the railroads for that month. 


A thorough analysis of the figures quoted in this article 
is far from “painful” but very encouraging indeed. Quoting 
further from the same article: 


For the six months ended with June the revenue for the 
country as a whole went up from $1,897,930,501 to $2,081,448,000; 
expenses from $1,354,011,709 to $1,815,706,527, causing a drop in 
the net from $543,918,792 to $265,741,473 and from $458,203,531 to 
$173,194,407, and an increase in the operating ratio from 71.34 
per cént to 87.23 per cent. 


The increase in passenger fare to 3 cents per mile, 
with the half cent additional for Pullman and parlor 
cars, had been in effect only twenty-one days at the end 
of June, while the 25 per cent increase in freight rates 
had been effective but six days. Taking the usual division 
of 25 per cent for passenger receipts and 75 per cent for 
freight, and assuming that the increase in passenger rates 
was also only 25 per cent, the additional passenger fares 
collected during these twenty-one days would be $14,454.- 
500, while the increase in freight rates during the six, 
days same was effective, would amount to $13,009,050. 

Had there been no increase in passenger or freight rates 
until the close of June, the total revenue would have 
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amounted to $2,053,884,450. Had the 25 per cent increased 
freight rates been in effect for the entire six months, an 
additional freight revenue of $377,162,450 would have been 
collected, while additional passenger fares would have 
peen $115,636,000, with the present rates in effect for the 
six months’ period instead of twenty-one days only, or a 
total increased revenue of $492,798,450. ‘his would have 
added nothing to operating expenses (whether a freight 
bill be $4 or $5 does not change the expense of collecting 
same). So that this increased revenue would have in- 
creased the net operating income to $665,992,857, or $207,- 
799.326 more than the net operating income for the same 
six months of 1917, an increase of more than 45 per cent 
net, and the operating ratio would have been reduced from 
71.34 per cent to 70.53 per cent, and this, in spite of the 
$133,000,000 wage increase and the “terrific weather” and 
demoralized traffic conditions which are generally credited 
to the first quarter of 1918. 

Except for the increase in freight rates and passenger 
fares during the closing days of this six months’ period, 
the operating income for this period would have been only 
$145,630,857, leaving a deficit of $312,572,674, as compared 
to same period in 1917. A 25 per cent increase in pas- 
senger fares during this six months’ period would have 
been $128.367,778, leaving $184,204,896 to be made up by 
increased freight rates. 

A 12 per cent increase in freight rates throughout the 
United States would have produced $184,849,599, or more 
than enough to make good this deficiency. : 

If it be true, as is believed by many, that the increased 
passenger fare throughout the United States will average 
3314 per cent, then $171,157,037 would have been secured 
from passenger fares alone for the six months’ period, 
leaving only $141,415,637 additional to be secured from 
freight traffic. 

Ten per cent addition to the freight rate, instead of the 
25 per cent now in effect, would have produced $154,041,- 
333, or twelve million more than enough to make the net 
operating income for the first six months of 1918 equal 
to the first six months of 1917, which is universally rec- 
ognized as an exceptionally prosperous period for our 
railroads. 

This shows very conclusively (without making any al- 
lowarnce for the “terrific weather” during the first three 
months of this period) that there will be no necessity 
for a further increase in freight rates any time in the 
near future, and certainly shows that we do not need an 
additional 25 per cent. 

The.state of Oklahoma is now paying an increase of 
more than 50 per cent above the rates in effect prior to 
March 25 of the present year, when an extra 28 per cent 
was “slipped under” us by the railroads, McAdoo’s 25 per 
cent coming on top of that. All efforts to secure an ad- 
justment of this rate have been futile, not because the 
carriers’ representatives, who constitute the majority of 
the committees acting under the Director-General, do not 
concede the discrimination, but because it is their avowed 
purpose to remove this discrimination by increasing the 
rates in other southwestern states to that which is now 
effective in Oklahoma. If this increase should be applied 
to the southwest, then most assuredly it should be applied 
generally throughout the United States, as your article 
shows that the operating ratio for the month of June of 
the current vear (by reason of the six months’ wage in- 
crease being “dumped” into the June account) for the 
eastern district was 113.61 per cent; for the southern dis- 
trict 112.32 per cent, while for the western district it was 
106.12 per cent. 

If I may digress slightly from the original purpose of 
this article in showing that there is no necessity for fur- 
ther increase of present rates, I will refer to page 458 of 
your August 31 edition, where, in commenting upon the 
insistent demand of the Oklahoma Corporation Commission 
that we have a personal interview with the Director-Gen- 
eral, you say: 

It would seem, however, that they might eventually have to 
see either Chambers or Prouty, for the Director-General, not 


having the technical knowledge of the situation, would have to 
depend on them in the final analysis. 


We recognize that fact in full. All that we ask of the 
Director-General is that he instruct his assistants to adjust 
the rate situation in Oklahoma so that we are on a parity 
With the rates now existing in surrounding states, instead 
of permitting them to continue their manifest determina- 
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tion to keep Oklahoma as a “snubbing post” on top of the 
hill, to which they hope to fasten their “block and tackle” 
to be used in pulling up the rates in adjoining territory. 
Operations so far show conclusively that there is no neces- 
sity for advancing rates, but indicate that present rates 
will net Uncle Sam a half billion annually. 
Campbell Russell, 
Member Corporation Commission of Oklahoma. 
Oklahoma City, Okla., Sept. 5, 1918. 


COTTON BASING RATES 


Editor The Traffic World: 

On page 295 of your August 10 issue you print an an- 
nouncement regarding a proposed change in basing rates 
on shipments of baled cotton. The change, if made, will 
indicate a radical departure from a practice which seemed 
to have no place in up-to-date railroad economy, yet 
which continued. The announcement referred to might 
have needed more space had some interesting history in 
connection with rates on cotton been recollected by your 
correspondent. 

It is within my own remembrance that a company was 
formed some years ago to manufacture and sell a pat- 
ented “round-bale press,” which, i was claimed for it, 
would compress cotton (as other fibers) into cylindrical 
shape at a much less cost for installation and operation 
than hydraulic compresses, etc. Some progress was made 
in establishing these outfits at country ginning points, to 
the extent, ultimately, that approximately 500,000 bales 
of cotton were annually put out in the cylindrical (round) 
form. 

It appeared later, however, that the company (for rea- 
sons which were certainly apart from and having no 
connection with the practical economics of strictly “rail- 
road” operation) could never obtain for its press an ade- 
quate recognition from railroad managements—at least, 
not in the substantial form indicated by “carload rates’ 
as distinguished by “any-quantity rates.” In consequence 
the country ginners of the south could not be induced to 
discard their old-fashioned, inefficient, baling outfits and 
substitute therefor the compressors of the “Round-bale 
Press Company.” The cotton rates appeared to be im- 
movably established on an “any-quantity” basis, in spite 
of that being an inefficient and old-fashioned practice from 
any standpoint of railroad efficiency and bare-facedly op- 
posed to the best modern railroad methods. 

It is common knowledge, of course, that all country- 
baled cotton for “export” is further compressed into 
bales which are, say, one-third to one-half their original 
size in cubic feet—this previous to being loaded into the 
vessel. This compressing is customarily done at the 
point of departure from these shores, after the cotton has 
been brought in by railroad from the interior. Conse- 
quently we are at no difficulty in realizing that the Eng- 
lish, French, German, etc., cotton-spinners have used 
nothing other than “compressed cotton” and that, regard- 
less of the undoubted fact that American spinners may 
have preferred and used the uncompressed (country-baled) 
cotton only, the railroad people could not consistently 
have opposed the principle of “economic compression” for 
cotton on the theory that such would be injurious to the 
product. Undoubtedly the effect of “compression” is to 
cause some expense in preparing cotton for spinning 
which would not be present if the cotton could be spun 
on the plantation; but this is a spinner’s worry and not 
railroad concern, as long as the cotton is not injured 
commercially. 

In the “round-bale press” affair the outstanding indi- 
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cations were that the people who controlled the press 
were never able to get anywhere with the people who 
controlled the railroads. This may be the answer! 

The Interstate Commerce Commission (about 1912) was 
petitioned to establish carload rates on cotton, the plain- 
tiff being (as I now remember) the “Round-bale Press” 
interests, claiming that the economic advantage of heavy 
carloading should be given recognition in lower rates than 
those established for any quantity. 

The Commission, after profoundly examining all the law 
and precedent established as to the use and right to 
use toothpicks after eating ice cream, declared and found 
that, although one certain “Sparrow,” so-called, may have, 
or, in fact, actually did claim or, so to speak, confess 
to the killing of the late C. Robin, yet, nevertheless, they, 
the Commission, were convinced by the testimony offered 
and recorded that the late C. Robin had come to his 
death through an overindulgence in worms, which had 
* been in effect a too heavy loading for his capacity and 
had caused pericarditis. The “round-bale press” people 
therefore were thrown out of court and, I understand, 
shortly thereafter “went to the cleaners.” 

Now comes your announcemént that this decision is 
to be disregarded by the Railroad Administration! Truly, 
times are changed if anyone is quick enough to-catch up 
with and change the Commission before it can change 


its own decision. 
John W. Keogh. 


Chicayo, Ill., Aug. 12, 1918. 


NEW PREFERENCE LIST 
The Trafic World Washington Bureau. 


The Priorities Commission of the War Industries Board, 
Sept. 9, promulgated Preference List No. 2, dated Sept..3, 
which is to supersede No. 1, and amendments and supple- 
ments thereto, dated April 6, 1916. The plants and in- 
dustries of the country ‘are divided into four classes. 
The first class, containing war work plants, ship yards, 
food, and feed establishments, homes, coal mines, oil 
plants, blast furnaces and steel mills, is to have prefer- 
ence to the full extent of their requirements of fuel and 
electric energy, labor and transportation, over all other 
establishments. The other classes, however, are not to 
be treated in that way. Not all the establishments in 
class No. 2, for instance, are to be supplied before any 
of those in No. 3. Those supplying fuel, labor and trans- 
portation are supposed to exercise’ judgment in caring for 
the establishments in the three lower classes. 

The creation of these preferred classes does not mean 
an embargo against the unclassified establishments. They, 
however, are to be taken care of in a preferential way— 
that is to say, they are not to be closed if that_can_ be 
prevented by stinting establishments in other classes or 
not classified at all. 

Government controlled railroads are placed in Class No. 
1. Those not under federal control are placed in No. 2. 
The American Short Line Railroad Association has been 
fighting against the proposition that its roads are any less 
essential than the roads taken over by the government. 

In a short time the War Industries Board will issue a 
supplement to Preferénce List No. 2, showing the names 
of plants to which preference is to be given. By that 
time the board hopes there will be a better understand- 
ing of the preference list than there seems now to be. 


The list is merely an order directed to those, first, who 
supply fuel or electrical energy; second, labor; third, 
transportation, no matter by what means. It tells the 
coal man, the labor agent, and the common carrier that 
the industries and plants in the list must receive prefer- 
ence, in the things they provide, ahead of others. 

Naturally not every industry and plant in the country 
performing essential war work will be named. There 
are plants that supply essential things the existence of 
whieh is hardly known to the board. But some plant or 
industry named in the preference list knows of the im- 
portance of the plant that is unknown to the board, and 
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it is expected to bring to the attention of the board the 
fact that that plant is essential to keeping some known 
essential plant in operation. 

The preference list says nothing about saw mills or 
lumber mills. From that fact owners and operators of 
such plants have inferred that they had been classed as 
non-essential. That is a wrong inference. The mills that 
furnish timber or lumber for shipyards or for any other 
war purpose will be cared for by their consignees. In 
the same way a quarry that furnishes fluxing limestone 
for a blast furnace, while not named in the preference list, 
will have to receive preference from those who furnish 
fuel, labor, and transportation. 

The test is utility in war work. A plant that is en- 
gaged principally in war work will be cared for in the 
matter of fuel, labor, and transportation, either directly, 
by being placed on the preference list, or indirectly, by 
the representations of a plant needing its materials. 

The fundamenal idea in the establishment of the four 
classes is that the orders and influences of the govern- 
ment and governmental agencies will be exerted in behalf 
‘ef fuel, labor, and tramsportation and that in that way 
the essential war work will be carried forward. 

By consulting the preference list, the draft exemption 
boards throughout the country, as “governmental agen- 
cies,” will have to take judicial notice that they must not 
take labor from coal mines, railroads, by-product coke 
plants, oil and gas wells or refineries, so long as it is 
possible to obtain men from other industries. The coun- 
try has not reached the point that men must be taken 
for military service regardless of the work in which they 
are engaged. ; 

The principal thing to be remembered is that the pref- 
erence list is directed to the producers and suppliers of 
fuel and electrical energy, to those who are attempting 
to control the labor supply, and to the railroads. They 
are to give preference to the four classes established in 
the list. But the fact that plants or industries are listed 
does not mean that all others are embargoed. It means 
simply that those not on the list must wait until the 
others are supplied before hoping to obtain anything for 
themselves. 

Some of the unlisted industries have already been 
placed on fuel rations. Some industries may have not 
more than fifty per cent of their normal supply of fuel, 
even if all the preferred industries in a given neighbor- 
hood have been supplied with their requirements. That 
embargo against industries of that kind is intended to 
conserve fuel so that a neighborhood with unusually good 
facilities for distribiition will not absorb coal for non- 
essential uses, because the distributors have been able, 
with comparative ease, to supply the essential industries 
and would be prepared to supply the bulk of the require 
ments of the non-essential in their neighborhoods. 


MINIMUM CHARGE ON SINGLE 
SHIPMENTS 


Circular No. 30 of the Western Freight Traffic Committee, 
to chairmen of district committees and freight traffic off- 
cers of carriers under federal control, is as follows: 

“General Order No. 28 provides that ‘the minimum charge 
on less than carload shipments shall be as provided in the 
classification governing, but in no case shall the charge 
on-a single shipment be less than 50 cents.’ 

“In some instances. minimum charges have heretofore 
been provided for in tariffs different from those prescribed 
in the classifications, and it seems that in compiling the 
special supplements to comply with General Order No. 28, 
effective June 25, some carriers assuming that it was not 
intended to reduce any specific minimum charges carried in 
tariff publications enlarged upon the provisions’of General 
Order No. 28 and so arranged these special supplements 
that the minimum charge would be as per classification 
‘or tariff’ or made other provisions to the same general 
effect. 

“The purpose was to bring about uniformity at least in 
the three classification territories and it is desired that 
any minimum charges for single shipments of less carload 
freight carried in tariffs differing from those prescribed 
in the classification, subject, however, to a minimum chargé 
of 50 cents, shall be cancelled. 

“This can be done under Freight Rate Authority No. 154 
of July 16, 1918.” 
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. The original act to regulate commerce described in the 
- preceding lesson is still in effect, but its provisions have 
e been made more stringent by subsequent amendments. 
y ~With a view to overcoming the defects of the provisions 
y prohibiting rebates and personal discriminations, Congress, 
on Feb. 19, 1903, enacted the so-called Elkins law. To 
ir protect further shippers and consignees this law made the 
n- railroad companies as well as their agents liable in case 
If of rebating in any form. It also provided that any charge 
y other than the published charge constitutes an illegal re- 
pate and that proof of such departure from published rates 
yn is sufficient to convict. To protect the railroads and place 
n- guilt where, in some instances of personal discrimination, 
ot it may properly belong, the Elkins act provides that the 
Ke receiver as well as the giver of a rebate is guilty. The 
is rebating penalty of imprisonment, however, which has 
n- been imposed by an earlier amendment of 1889, was aban- 
on doned. A fine of from $1,000 to $20,000 was the penalty 
ey for rebating until 1906, when the Hepburn act again im- 
posed a penalty of imprisonment as well as fine. The 
of- Elkins act also provided machinery for the enforcement 
of of published charges through the federal courts. 
ng On Feb. 11, 1903, Congress, with a view to eliminating 
ey delays in disposing of equity suits in which the United 
in States is a complainant, brought in the federal circuit 
ed courts under the interstate commerce act, the Sherman 
ns @ anti-trust act, or other laws of a similar purpose, provided 
he that such suits should receive precedence over others and 
for | ve assigned for hearing at the earliest practicable date 
when the Attorney-General serves notice that a particular 
en case is of “general public importance.” Appeals from the 
not | circuit courts, moreover, were to be made direct to the 
el, Supreme Court within 60 days after the former entered 
or- & their decrees. 
= The Hepburn Act of 1906. 
0d The principal amendments to the interstate commerce 
on- @ act were not, however, made until 1906, when the Hepburn 
ble, law was enacted. 
ies (1) This law increased the scope of the interstate com- 
ire [merce act. The term “common carrier’ was made to in- 
clude express and sleeping car companies; the term “rail- 
road” to embrace all switching, spurs, track, terminal fa- 
cilities, freight depots, yards and grounds used in property 
transportation and delivery; and the term “transportation” 
to include all railroad cars or vehicles irrespective of 
ownership or control, all services in connection with the 
tee, Mreceipt, delivery, transfer, elevation, ventilation, refrigera- 
off- @ tion, storage, and handling of transported property. 

(2) The act also made it the duty of every carrier sub- 
irge Miject to the act to provide such transportation on reasonable 
the Mrequest .and to establish through routes and just and rea- 
urge MsSonable charges therefor. 

(3) It required railroads, on application, and, if rea- 

fore | able and practicable and the volume of traffic warrants, 
‘ped | '° Construct and maintain switch connections with lateral 
the lines and with private sidetracks. 
28, @. (4) It prohibited carriers subject to the act from chang- 
not 2g rates without a -notice of 30 days to the Interstate 
din §°Ommerce Commission and the public, unless the Com- 
eral @™ission, for good cause, authorized a shorter period of 
ents @0tice. It explicitly forbade carriers to engage in trans- 
tion @2rtation unless their tariffs are filed and published as 
eral te law requires. 

(5) The penalty of imprisonment as well as fine for 
st in Sonal discrimination was restored. 
that (6) In the so-called Carmack amendment it required the 
load Harriers receiving freight to issue bills of lading and made 
ibed Mthem liable to the holders for loss or damage to property 
arge Hause by them or any connecting concern. It also pro- 






hibited the making of special agreements for limited or 
released liability, but this was so interpreted by the court 
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as to make possible the continuance of limitations or 
releases as to the amount of loss or damage collectible. 
Later, in 1915, this clause was amended by the Cummins 
amendment by requiring payment of the full amount of 
loss or damage in case of liability; but in 1916, by the 
so-called “amendment to the Cummins amendment,” Con- 
gress again authorized the payment of limited or released 
amounts except in the case of ordinary live stock. 


(7) It prohibited the issue of passes to any except 
certain groups of persons exempted by law. 


(8) In the “commodities clause”’-the Hepburn amend- 
ment prohibited railroads from transporting in interstate 
commerce “any article or commodity, other than timber 
and the manufactures thereof, manufactured, mined, or 
produced by it, or under its authority, or which it may 
own in whole or in part, or in which it may have any 
interest, direct or indirect, except such articles or com- 
modities as may be necessary and intended for its use 
in the conduct of its business as a common carrier.” This 
clause was aimed at relationships such as exist in the 
anthracite coal industry. Its constitutionality has been 
upheld by the Supreme Court, but it was so interpreted 
that, although the form and degree of relationship have 
been changed, the anthracite industry and the carriers 
have not been completely dissociated. 


(9) The Commission’s power to prescribe uniform ac- 
counting systems was made effective by providing the 
necessary authorization to audit and inspect the carriers’ 
accounts. 


(10) The most significant changes embodied in this 
act were those conferring mandatory power on the Inter- 
state Commerce Commission. The Commission was em- 
powered, on complaint and after holding full hearings, to 
substitute reasonable maximum charges in place of charges 
which it finds to be unreasonable or unjustly discrimi- 
natory or preferential. This power includes freight rates, 
fares, and other charges, joint as well as local, and also 
regulations and practices, and it extends to the establish- 
ment of rate divisions, through routes, and payments or 
allowances for transportation services, equipment or other 
“instrumentality” provided or rendered by the owners of 
transported property. 


“Orders of the Commission, except orders for the pay- 
ment of money, should take effect within such reasonable 
time, not less than thirty days, and shall continue in force 
for such period of time, not exceeding two years, as shall 
be prescribed in the order’of the Commission, unless the 
same shall be suspended or modified or set aside by the 
Commission or be suspended or set aside by a court of 
competent jurisdiction.” A penalty of $5,000 was provided 
against failure to comply with a rate order, each day in 
case of continued violation being a separate offense; and 
the Commission or any interested party was authorized 
to apply to the circuit court of the district in which the 
violation occurs or in which the main operating office of 
the carrier is located for an injunction or other process 
compelling enforcement of the Commission’s order. 


(11) Appeals from the Commission for judicial review — 
of its orders could be made before the circuit courts of the 
United States subject to the provisions of the expediting 
act of 1903 with the added provisions, however, that no 
injunction should be granted against the enforcement of 
an order except after a notice of five days to the Com- 
mission and after hearings are held; that appeals shall 
be taken within 30 days and shall have precedence over 
all except cases of like character and criminal cases; also 
that in case of appeals from a circuit court to the Supreme 
Court a review case shall receive precedence over all ex- 
cept criminal cases; that in orders not involving the pay- 
ment of money the Commission need not include in its 
decisions reports of all its findings of fact; and that the 
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Commission can at any time, after an order has been 
made, grant applications for rehearing. 

~ The Hepburn act does not stipulate the ground on which 
the Commission’s orders may be reviewed by the courts, 
but the courts have on their own account confined them- 
selves to a determination of whether the Commission has 
exceeded its statutory powers or violated the federal con- 
stitution. On questions of fact within the jurisdiction of 
the Commission the court does not “substitute” its judg- 
ment for that of the Commission (Los Angeles switching 
case, 234 U. S. 294, June 8, 1914; Illinois Central case, 215 
U. S. 452, Jan. 10, 1910). 

(12) The membership of the Interstate Commerce Com- 
mission was increased to seven, the terms of office to 
seven years, and the annual salary of each member to 
$10,000. . 

The Mann-Elkins Amendment of 1910. 


The act to regulate commerce was further amended in 
important respects in the amendment of June 18, 1910: 

(1) The scope of the act was extended to include tele- 
graph, telephone, and cable companies doing an interstate 
business. 

(2) The Commission’s rate powers were greatly ex- 
. tended, authorizing it to suspend proposed rate advances 
pending inquiry; to prescribe maximum rates upon its own 
motion as well as upon complaint; to revise freight classifi- 
cations; and to reject tariffs that fail to give lawful notice 
of their effective dates. ~ 

(3) The Commission’s powers to establish through 
routes, which had primarily been based on the failure of 
the carriers to establish a through route, were extended 
so as to empower it to establish additional through routes 
and joint rates and classifications, subject to certain ex- 
ceptions, eyen though the carriers had already acted. 

(4) The long-and-short-haul clause was revamped by 
striking out the phrase “under substantially similar cir- 
cumstances and conditions,” and instead granting to the 
Commission the power ,.to waive its application. 

(5) <A clause which may prove of importance to water 
transportation prohibits the future increase of railroad 
rates which are reduced to meet water competition, unless 
the Commission is convinced that such proposed increase 
is justified by conditions other than the elimination of 
water competition. 

(6) Shippers received the power to route their freight 
subject to the conditions which were specified in Lesson 
No. 40. 

(7) Carriers were required, en written request, to quote 
rates to shippers. 

(8) The President was authorized to appoint a stock 
and bond commission to investigate railroad capitalization 
and render a report. This board was later appointed and 
made its report in November, 1911. 

(9) A “Commerce Court” was created further to reduce 
delay in court review and to provide a court, the judges 
of which would become expert in railroad matters. > It 
had jurisdictien over review cases; over the enforcement 
of the Commission’s orders, excepting those involving the 
payment of money; over rebating cases; and-over man- 
damus proceedings arising under sections 20 or 23 of the 
interstate commerce act. All cases brought before the 
Commerce Court or the Supreme Court were to be brought 
by or against the United States and to be in charge of the 
Attorney-General of the United States. 

(10) The act contained many miscellaneous provisions, 
the most important of which are those authorizing car- 
riers from disclosing the business secrets of shippers and 
consignees; defining methods of unlawful rebates; increas- 
ing the Commission’s power over railroad reports; further 
defining the persons who may accept free passes; and 
requiring each carrier to designate an agent in Washing- 
ton on whom notice may be served and process made. 
The importance of a blanket clause contained in the Mann- 
Elkins act empowering the Commission to issue orders 
regarding any “conditions and practices whatsoever” of 
earriers within the scope of the act has not as yet been 
fully determined. 


The Panama Canal Act of 1912. 


An act of Aug. 24, 1912, primarily concerning the tolls 
and operating organization of the Panama Canal contains 
several provisions that amend the interstate commerce act: 

(1) Railroads are prohibited from operating vessels 
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through the Panama Canal over routes which are or might 
be in competition with the railroads owning, leasing, con- 
trolling or operating such vessels, the Interstate Com- 
merce Commission being authorized to detertnine the fact 
of competition. 

(2) Railroads owning or in any way controlling or op- 
erating carriers by water that are or might be in com. 
petition with the proprietary railroads are required to dis- 
pose of their ownership or control, unless they can con: 
vince the Interstate Commerce Commission that such mem- 
bership or control does not reduce competition and that 
it is not contrary to the public interest. 

(3) ‘The Interstate Commerce Commission was enm- 
powered to order the establishment of physical connection 
between railroads and the docks of carriers by water, pro- 
vided such connection is practicable and the volume of 
business warrants the expenditure. ¥ 

(4 The Commission’s power over traffic handled partly 
by rail and partly by water was. defined and increased by 
providing that it shall have power to establish through 
routes and maximum joint rates and determine all the 
terms and conditions under which such lines shall be 
operated in handling the traffic embraced; to establish 
maximum proportional: rates by rail to and from ports; 
and, if any rail carrier subject to the interstate commerce 
act enters into arrangements for the handling of through 
traffic destined to a foreign country, via a given port, to 
require such railroad to enter into similar arrangements 
with any or all other steamship lines operating from that 
port to the same foreign country. 


Miscellaneous Amendments in 1913 to 1917. 


In 1913 action wads taken to abolish the Commerce Court 
which was created by the Mann-Elkins amendment, thus 
throwing the judicial review of the Commission’s orders 
back to the regular federal courts. 

In the same year by an act of March 1, 1913, the Inter- 
state Commerce Commission was directed to “investigate, 
ascertain and report the value of every piece of property 
owned or used by all common carriers subject to the in- 
terstate commerce act.” 

On March 4, 1915, the Cummins amendment prohibiting 
limited ar released liability was enacted, ‘and on Aug. 9, 
1916, as was previously mentioned, this act was changed 
by the so-called amendment to the Cummins amendment. 

The continued terminal congestion and freight car short- 
age during the war caused the enactment on May 29, 1917, 
of the so-called “car service amendment.” The Commis- 
sion was authorized, when it believes immediate action 
to be necessary, to suspend existing car-service rules, with 
or without notice, hearing, or the filing of a report, and 
instead to issue whatsoever directions it deems to be in 
the public interest; and it is also instructed, after hear- 
ings, to establish reasonable car service rules and prac: 
tices. 

In the “priority amendment” of Aug. 10, 1917, Congress 
amended section 1 of the interstate commerce act by at- 
thorizing the President during the continuance of the war 
to grant priority to selected kinds of traffic either through 
the Interstate Commerce Commission or other designated 
persons. Under this amendment the President appointed 
a@ priority director. The same act also penalized all in 
terference by intimidation, threats-or physical force, with 
the movement of commerce and the make-up, movement 
or dispatch of trains, locomotives and cars. 


The so-called “Commission organization amendment” of 
Aug. 9, 1917, increased the Commission’s membership to 
nine and authorized the Commission, subject to certain 
restrictions, to divide its membership into “divisions” 
which, with respect to the functions assigned to them, 
“shall have all the jurisdiction and powers now or then 
conferred by law upon the Commission and be subject 
to the same duties and obligations.” This act also 
changed the method of bringing about rate increases, by 
providing that until Jan. 1, 1920, “no increased rate, fare, 
charge, or classification shall be filed except after approval 
thereof has been secured from the Commission.” 


Related Federal Statutes. 


Attention is called to a number of federal statutes that 
are important in the regulation of carriers, although they 
are separate laws rather than amendments to the inter 
state commerce act: 

(1) The Sherman anti-trust act of July 2, 1890, as ap 
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plied to railroads, has, since 1897-98, prevented formal rate 
agreements and ‘has also caused the dissolution of several 
raifroad consolidations. 

(2) The Clayton act of Oct. 15, 1914, further , defines 
illegal combinations in restraint of trade, penalizes the 
embezzlement of funds, and regulates dealings in securi- 
ties, supplies or other articles and contracts for construc- 
tion or maintenance with concerns in which the carrier’s 
directors, president, manager, purchasing agent or agent 
in the particular transaction are interested. The Inter- 
state Commerce Commission is charged with the enforce- 
ment of the provisions applicable to common carriers. 

(3) The Erdman act of 1898 as amended in the New- 
lands act, of 1913, provides machinery for the conciliation 
and voluntary arbitration of railroad labor disputes. 

(4) There are a number of important public safety 
statutes applicable to-railroads, the principal acts being 
the “safety appliance acts,” the first of which was enacted 
in 1893; the hours of service act of March 4, 1907, as 
amended in 1916; the locomotive ash-pan law of May 30, 
1908; the transportation of explosives act’ of March 4, 
1909; the boiler inspection law of Feb. 17, 1911, as 
amended in 1915; and the accidents reports act of May 
6, 1910. . 

(5) The bills of lading act of Aug. 29, 1916, was re- 
ferred to in Lesson No. 18. 

(6) Miscellaneous statutes are the eight-hour day act, 
approved Sept. 3 and 5, 1916; the war revenues act of 
Oct. 3,-1917, containing provisions for special taxes on 
freight rates, express rates, passenger and Pullman tick- 
ets, and charges on pipe lines, telegraph and telephone 
companies; and the army appropriation act of Aug. 29, 
1916, which provides in section 1 that— 

The President, in time of war, is empowered, through the 
Secretary of War, to take possession and assume control of 
any system or systems of transportation, or any part thereof, 
and to utilize the same, to the exclusion as far as may be nec- 
essary of all other traffic thereon, for the transfer or trans- 
portation of trcops, war material and equipment, or for such 
other purposes connected with the emergency as may be need- 
ful or desirable. 

The last mentioned act enabled the President on Dec. 
28, 1917, to “take over” the railroads and appoint a Di- 
rector-General. 

The text of the interstate commerce act and of related 
statutes is contained in convenient form in a pamphlet 
revised to Jan. 1, 1917, which may be purchased from the 
Traffic Service Bureau. 

The powers of the Interstate Commerce Commission and 
the provisions of the federal railroad control act of March 
21, 1918, will be discussed in Lesson No. 46. 


K. & N. W. A COMMON CARRIER 
= The Trafic World Washington Bureau. 


The Commission’s report on the status of the Kinder & 
Northwestern is a purely formal one, setting forth that 
it appears the railroad is a common carrier and ordering 
that the arrangements between it and its trunk line con- 
nections shall be governed by the principles in the second 
supplemental report in the Tap Line Case, 31 I. C. C. 
490. The whole report and order is as follows: 

It appearing that by order dated July 5, 1916, the Com- 
mission entered upon an investigation to determine the 
lawfulness of joint rate arrangements, and the rules, regu- 
lations and practices applicable thereto made by the St. 


Louis, Iron Mountain & Southern Railway and the New: 


Orleans, Texas & Mexico Railway Company with the 
Kinder & Northwestern Railroad Company; 


It further appearing that a full hearing and investigation 
of the matters and things involved has been had and that 
the Kinder & Northwestern Railroad Company is a com- 
mon carrier tap line under the test applied by the Su- 
Premme Court in the Tap Line Cases, 234 U. S. 1; 


It is ordered that the arrangements between the Kinder 
& Northwestern Railroad Company and its connecting 
trunk lines for joint rates and divisions thereof shall be 
governed by the principles announced in the second sup- 
pleniental report in the Tap Line Case, 31 I. C. C. 490, 
and that the divisions which the Kinder & Northwestern 
Rai road Company may receive on interstate shipments of 
lum»er and forest products shall not exceed the maximum 
amcunts fixed by the order entered in connection with that 
repert on July 29, 1914. 
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Legal Department 


In this department a legal expert answers simple questions relating 
to the law of interstate transportation of freight. eaders desiring 
special service by immediate answer may obtain privately written 
answers to their inquiries by the payment of a small fee. 


Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


* : * 
Consignee’s Liability, as Agent, for Undercharges. 


New York.—Question: We presume you have read the 
recent decision by the Massachusetts Supreme Court in 
which it was ruled that a consignee, not the owner of a 
shipment but receiving it on commission, of which the 
carrier had knowledge, is not liable for any charges due 
on the shipment except the amount the carrier tells him 
is correct at the time of delivery. Our understanding of 
the law was that both consignor and consignee were 
liable for the lawfully published charges, and we are won- 
dering if, in your opinion, the ruling of the Massachusetts 
court is good law. 

Answer: The case above referred to is that of N. Y. 
C. & H. R. R. Co. vs.-York & Whitney Co., involving an 
attempt made by the carrier to collect from defendant 
a balance claimed to be dte for freight on various car- 
loads shipped in interstate commerce from western points 
to Boston. At the time of delivery to defendants the 
carrier failed to collect the full amount of charges based 
on the correct tariff rates, instead, through error, pre- 
senting a freight bill for an insufficient amount, which 
consignees paid, after notifying the railroad that the 
shipment consisted of commission goods to be sold in 
Boston for account of the shipper. Subsequently the 
error was discovered by the carrier and an attempt was 
made to collect the undercharge from the defendant. 

The court held “that the inexorable provisions of the 
federal law as to rates are applicable only to those who 
expressly or by implication are or become parties to the 
contract of transportation,” and that the consignee in 
question was not a necessary party to the contract, and 
had not the opportunity to ascertain the true rate, and 
therefore had the right to rely upon the rate stated by 
the carrier when delivering the shipment in question. 

We construe the court’s ruling to be that the consignee 
was liable for the amount of charges stated by the carrier 
at the time of delivery on the ground that the consignee 
had accepted the shipment, but that he was not liable 
for the balance remaining, due in accordance with the 
carrier’s published tariff, because he had no knowledge 
of the correct charges at the time of delivery, and the 
carrier knew at that time that the consignee was merely 
the agent of the consignor. We cannot accept such ruling 
as gocd law. In our opinion, the consignee was liable 
for either all the freight charges or none; but that on 
the facts stated by the court, the consignee was not liable 
for any charges whatsoever. 

Both the United States Supreme Court and the Inter- 
state Commerce Commission have held that the amount 
fixed by the published schedule of rates and charges is 
conclusive as to all interstate commerce and that a con- 
signee can receive the goods shipped only upon payment 
or tender of the amount thus designated. Such rate is 
absolute and its effect is not modified by the statement 
of any other rate in the bill of lading. In the case of 
Texas Pacific Railway Co. vs. Mugg & Dryden, 202 U. S. 
242, the court said: “The clear effect of the decision 
(R. R.-Co. vs. Hefley, 158 U. S. 98) was to declare that 
one who has obtained from a common carrier transporta- 
tion of goods from one state to another at a rate: specified 
in the bill of lading, less than the published schedule 
rates filed with and approved by the Interstate Commerce 
Commission,: and in force at the time, whether or not 
he knew that the rate obtained was less than the schedule 
rate, is not entitled to recover the goods upon the tender 
of payment of the amount of charges named in the bill 
of lading, or of any sum less than the schedule charges.” 
Again, the Interstate Commerce Commission, in rule 314, 
Confererc2 Rulings Bulletin No. 7, says, “the law re- 
quires the carrier to collect and the party legally respon- 
sible to pay the lawfully established rates without devia- 
tion therefrom.” It therefore follows that the party legally 
responsible must pay the lawfully established rate, and 
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in the shipment in question, the consignee not being re- 
sponsible for any of the charges, the ruling of the Massa- 
chusetts court regarding the undercharges was not correct 
for the reasons above cited: 

The common law always has been, and no statutory law 
has changed the same, to the effect that if the consignee 
is not the owner of the goods, and if he be the mere 
agent of the shipper, and this fact is known to the carrier, 
or is shown by the bill of lading, no contract will be 
implied on the part of the consignee to pay the freight; 
the consignee, if owner of the goods, will remain solely 
liable. - Accordingly, if goods are consigned to another, as 
agent of the shipper, the former does not become liable 
for the freight, although he may receive them, because 
he acts merely as the agent of the latter, and the only 
promise which can be inferred from their receipt under 
such direction is a prima facie promise, as agent, only 
to pay the freight on account of the principal, and not 
to be personally responsible for it. Hutchinson on Car- 
riers, Third Edition, Volume 2, section 809, and cases cited. 


Telegraph Companies’ Liability for Unrepeated Messages. 


Ohio.—Question: An error in transmission of a tele- 
gram by the employes of a telegraph company resulted 
in an actual loss to the sender of $127.68, for which he 
made claim. The telegraph company refused to entertain 
the claim on the following grounds: (1) That it is sub- 
ject to the provisions of the interstate commerce act as 
to its interstate business and is obliged to consider the 
claim solely for the purpose of determining whether or 
not it is legally liable for the damages claimed; (2) that 
it is not legally liable and this was an unrepeated mes- 
sage and that the sender is bound by the terms of the 
contract printed on the-.telegraph company’s blanks, viz., 
that the measure of damages in an unrepeated message 
is limited to the amount received for sending the message; 
(3) that Congress had manifested a definite intention to 
place under the jurisdiction of the Interstate Commerce 
Commission the rates and practices of interstate telegraph 
companies as well as the rules, regulations, conditions 
and restrictions affecting their interstate rates; that the 
rate voluntarily used by the sender in this case was an 
unrepeated rate, to which was lawfully attached as a 
fundamental feature the restricted liability insisted upon 
by the defendant; that Congress has expressly author- 
ized such rates with the restricted liability attached and 
such rates, therefore, are not contrary to public policy 
and are binding upon all until lawfully changed. 

Referring to the above (1), Conference ruling 317 states, 
“The Commission has no jurisdiction over claims for 
damages due to alleged errors in the transmission of 
telegraphic messages.” (See unrepeated message case, 
44 1. C. C., 670.) (2) It has always been our opinion that 
it is against public policy for corporations to attempt to 
limit their common law liability for negligence by any 
form of contract. Will you kindly advise what are your 
views on the matter? 

Answer: Assuming that the telegram in question was 
interstate in character, the act to regulate commerce re- 
quires telegraph companies to publish their rates and 
regulations subject to control by the Interstate Commerce 
Commission, by which Congress occupy the whole field 
of regulating interstate telegraph business, and _ there- 
fore the power of the states to legislate with reference 
thereto has been suspended. This act provides that all 
charges for services shall be just and reasonable, and 
that messages may be classified and different rates 
charged for the different classes. In the Unrepeated Mes- 
sage case, 44 I. C. C. 670, the Commission held (1) that 
it has jurisdiction over the rates and practices of inter- 
state telegraph companies, as well as the rules, regula- 
tions, conditions and restrictions affecting their interstate 
rates; (2) that the rate voluntarily used by the senders 
of the message in question was an unrepeated rate to 
which was lawfully attached, as a fundamental feature 
of it, the restricted liability contended for by the tele- 
graph company; (3) that Congress had expressly author- 
ized such rates with a restricted liability attached; (4) 
that such rates were not therefore contrary to public 
policy, and (5) that neither the interstate rates of the 
telegraph company nor the rules, practices, conditions and 
restrictions affecting those rates had been shown to be 
unreasonable or unlawful. The Commission further said 
that “the fundamental difference between the unrepeated 
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rate and the other two classes of rates is that under the 
former the sender assumes the risk of error or delay, 
while under the latter the carrier assumes the risk.” 
While Congress, therefore, has given the Interstate Com. 
merce Commission power to determine the rules, regula- 
tions, conditions and restrictions under which a telegraph 
company might receive and deliver messages, yet the 
Commission has no power, under the act, to award dam- 
ages for any breach or failure of the telegraph company, 
and such actions must be brought in a court having 
proper jurisdiction. 

Measure of Damages at Time and Place of Shipment. 

Texas.—Question: Paragraph 2, section 3, of the uni- 
form bill of lading, provides for limiting carrier’s liability 
to the value of the property at time and place of ship- 
ment, which seems to be at variance with the Cummins 
amendment. Is the bill of lading -provision valid? 

Answer: It is our opinion that such a stipulation con- 
tained in the bill of lading is valid under the Cummins 
amendment. We have fully reviewed this question in our 
answer to “Washington,” published on page 398 of the 
Aug. 24, 1918, issue of The Traffic World. 


Governmental Exemption War Taxes. 


New York.—Question: The writer desires to be in- 
formed with regard to rules and regulations for collection 
of taxes on transportation of freight. It is his under. 
standing that, under section 502 of the act, services 
rendered to the United States, to any state or territory 
or to the District of Columbia, or to political subdivisions 
thereof, such as counties, cities, towns and other munici- 
palities, are exempt from war tax. 

For some months past we have been making shipments 
of road sprinkling compound to two or three counties 
in the state of New Jersey on which we have been as- 
sessed war tax. The writer is under the impression that 
the freight agent was in error in assessing tax, but he 
would like to have your opinion. Please also advise 
whether or not a refund of tax can be made after the 
tax has been collected. 

Answer: Article 14 of the regulations promulgated by 
the Commissioner of Internal Revenue reads, “section 502 
of the act exempts from taxation taxes received for serv- 
ices rendered to the United States, and state or territory, 
or to the District of Columbia. The words ‘state’ and 
‘territory’ include political subdivisions thereof, such as 
counties, cities, towns, and other municipalities. The ex- 
emption, however, is to be secured only upon the produc- 
tion of such evidence of right to exemption as is called 
for by these regulations.” 

Article 15 reads, “the right to exemption under section 
502 from the tax on amounts paid for the transportation 
of property shall be evidenced in one of the following 
ways: (a) Payment of such amounts directly to the car- 
rier by the government to which the services were ren- 
dered: (b) a standard form of exemption certificate for 
use of the federal government, substantially in form fol- 
lowing.”~ Then follows the form. 

Article 10 in part provides that “nothing in these regu 
lations, however, authorizes an adjustment of a tax by 
a carrier in any instance where, after collection of a 
charge and tax, it is claimed that the charge is entitled 
to exemption from the tax by reason of exportation, gov- 
ernmental use, or otherwise.” ; 


Consequently, and unless the form of exemption cer- 
tificate referred to above accompanied your shipments, 
you are now barred from claiming exemption. 


NAMES WOMAN CHIEF CLERK. 


Miss M. E. McClure has been appointed chief clerk of 
the Division of Public Service and Accounting of the Rail- 
road Administration, of which C. A. Prouty is director and 
Luther M. Walter is his assistant. Miss McCiure is the 
first of the women employes of thé Railroad Administra- 
tion, so far as known, who has been made chief clerk. She 
came to Washington from Chicago, where she had obtained 
an easy familiarity with the terminology used in rate regu: 
lation work, so that she was able to take up the tasks im- 
posed upon her by Messrs. Prouty and Walter without 
wondering what they were talking about. 
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Efficiency in Traffic 


New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 


BULKHEADING OF LUMBER _ 


(By A. G. T. Moore, Secretary of the Transportation Commit 
tee, National Lumber Manufacturers’ Association.) 


The necessity- for efficiently transporting dressed lumber 
loaded on open cars portends a vigorous controversy be- 
tween the entire lumber industry and the carriers, in that 
proposed amendments to Master Car Builders’ loading 
rules require such cars to be bulkheaded -in lieu of cus- 
tomary staking. The existing dunnage allowance of 500 
pounds per car is not adequate to cover the actual expense 
involved in staking. Bulkheading’ would entail a cost far 
in excess thereof. 

Regardless of the commodity loaded on open cars, be- 
cause of the ircomplete construction thereof, a certain 





tails, illustrating experience of this car before delivery to 
consignee. Below is transit report thereon: 


Miles 

Trav- Arrival. 
eled. Date. Train. 
351 5-19 Ex 948 


526 5-24 Ex 1749 


Reporting 


Station. Condition. 


Bulkhead and load in 
good condition. 

Bulkhead on A _ end 
broken loose at top 
and bottom and 
lodged against end 
of adjacent car; it 
heing in a- very 
dangerous condition, 
was necessarily re- 
moved. 

Both bulkheads miss- 
ing and lumber 
shifted to end sill on 


Mounds 


Centralia 


ILLUSTRATION “A” 


amount of bracing or staking is essential, and this in 
order that the carriers may earn revenue through the 
utilization of such relatively cheap and incomplete equip- 
ment. Bracing or staking, therefore, constitutes a service 
to the carriers and should be paid for thereby; likewise 
is a fair degree of caution in the handling of such cars 
en route a bounden duty on the part thereof, particularly 
since, in times of car shortage, the carriers, for their own 
convenience, furnish open cars for dressed lumber loading 
instead of closed cars ordered, and to which the lumber- 
men are entitled. 

It should be noted that the bulkheading proposal did 
hot originate with the Railroad Administration. Several 
carriers have in the past attempted to embargo dressed 
umber loaded on open cars unless bulkheaded. These 
embargoes have been successfully defeated, owing to the 
obvious illegality thereof. Contentions became so acute, 
however, that the lumbermen consented to, in co-operation 
with ‘he carriers, place bulkheaded test cars en route. 

Photograph “A” shows N. O. G. N. car 547 bulkheaded 
a8 per specifications drawn up by the M. C. B. loading 
tules committee. Photograph “B” shows half-section de- 


A end and against 
the brake shaft on B 
end. Load adjusted 
and forwarded. 
Both bulkheads com- 
pletely missing, load 
badly shifted. Load 
rearranged and car 
forwarded. Photo- 
graphs taken. 


Mattoon 5-28 Ex 1512 


Chicago 
(a) Wildwood Both bulkheads gone, 
side. braces still in 
place on both ends 
of car. On A end 
the 2x4 floor cleat 
was broken and the 
2x6 cleat loose, while 
on B end both floor 
cleats were turned 
over but intact. Pic- 
ture attached. 
(b) International 
Harvester Co. a 
McCormick 
Wks. Same condition as at 
Wildwood. 


The conclusion we have drawn from the tests conducted 
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is that no system of bulkheading will protect*a load against 
careless handling of cars in transit. This conclusion is 
based not only on the above car, but on the entire five 
test cars. Rough handling en route will knock the ends 
out of box cars, hence bulkheading, in and of itself, is 
not the remedy, although if dqagmed palliative by the car- 
riers and desired thereby, no particular objection would 
be raised if absorption of costs were provided for in tar- 
iffs. Yard and train crews by greater efficiency in car 
handling can greatly minimize, and, in fact, completel¥ 
eliminate, the car delays occasioned by shifted loads of 
dressed lumber loaded on open cars. 


EFFICIENT LOADING 


“As a result of efficient loading during the month of 
July,” said R. J. Clancy, assistant to the general manager 
of the Southern Pacific Company, ‘a reduction was made 





(exclusive of narrow gauge) in the number of cars which 


would otherwise have been required to accommodate 
freight loaded at the various stations on the Southern Pa- 
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economy effected by increased carload at this station is 
doubly significant. 

“While from the standpoint of simple economy every 
effort should be made to load cars to capacity at all times 
there are now additional and compelling reasons for active 
and effective effort in this respect. The busiest season of 
the year is now approaching, industries are operating at 
high capacity, crops are beginning to move, merchants 
are stocking up for the fall and winter trade, war~essen- 
tials require prompt service and conditions generally coun- 
sel the most efficient use of every transportation unit. 
There should be no avoidable waste of mechanical or man 
power. 

“Efficient use of every transportation unit, both physical 
and manual, ‘should receive the active attention of all 
superintendents. It is just as essential that cars be loaded 
to capacity to the greatest possible extent as that they be 
loaded and unloaded promptly, just as promptly billed and 
moved to destination for unloading. Delays at stations or 
terminals or for billing should be reduced to the minimum. 
Agents and shippers have co-operated and have made com- 


ILLUSTRATION “B” 


cific, increasing the total car saving since January 1, 1918, 
to 50,055 cars. 

“During July the total tons loaded amounted to 1,609,- 
477 compared with 1,876,714 for July last year, a decrease 
of 267,237 tons. Average tons per car for all cars loaded 
was 24.3 compared with 23.9 for corresponding month last 
year, an increase of 1.7 per cent. 

“The general average carload for July, 1918, over July, 
1917, was increased by better loading on the Salt Lake, 
Portland, Coast and Los Angeles divisions. Average car- 
load on the Western, Sacramento, Shasta, San Joaquin, 
Stockton, and Tucson divisions was below that of last year. 
The greatest increase in average carload was made on 
the Salt Lake division, being over 17 per cent, and the 
coast division next with an increase of over 12 per cent. 

“Perhaps the greatest percentage of increase in average 
carload of L. C. L. merchandise made by any station on the 
system was made by San Francisco, the average L. C. L. 
(less car load), carload being increased from 10 tons in 
July, 1917, to 15.9 tons in July, 1918, an increase of 50 per 
cent. As San Francisco normally loads about one-fifth 
of the total L. C. L. merchandise of the entire system, the 


mendable progress in this respect, but the maximum of 
efficiency has by no means been reached and all concerned, 
including shippers, are reminded of the economic impor- 
tance of increased and concerted effort to that end.” 


EFFICIENCY COMMITTEES NAMED 


The Trafic World Washington Bureau. 


Director-General McAdoo has announced that the fol- 
lowing statement had been issued through the Car Service 
Section of the Railroad Administration: 

To Railroads: 

1. With a view to securing: 

(a) Increased car efficiency. 

(b) Improved service. 

(c) Decreased transportation expenses. 

In handling “less carload” freight, committees represent 
ing the several regional districts have been formed with 
the following as chairmen: J. R. Kearney, Allegheny Re 
gion; George Morton, Central ‘Western Region; C. H. 
Ketcham, Eastern Region; T. M. Proctor, Northwestern 
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Region; J. A. Talbott, Pocahontas Region; W. L. Stanley, 
Southern Region; F. M. Lucore, Southwestern Region. 

2. These committees will, without delay, have a survey 
made covering L. C. L. freight forwarded for a period of at 
least ten days from all stations and transfer points in 
their respective territories, and will institute “shipping 
days” and through car loading via one or more designated 
routes based on the following considerations: 

(a) Volume of traffic. 

(b) Direct routing. 

(c) Car conservation. 

3. The committee for each region will determine the 
routing on cars destined to points within the same region. 

4. The chairmen and such members of the regional 
committees as may be designated by the chairmen will, 
with the Car Service Section, act as a general committee 
to determine the routing and adjust necessary matters af- 
fecting inter-region cars. 

5. Care must be exercised to prevent any undue ad- 
vantage being given to one city or section as against 
a nearby competing city or section. 
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6. The support of shippers, jobbers and. various com- 
mercial organizations in each locality should be obtained 
for the detailed plans as adopted. 


7. As arrangements are perfected for each shipping 
center or distributing point, chairmen will furnish to the 
regional director and to the Car Service Section a detailed 
report showing: 


(a) Number of additional through cars established. 
(b) Estimated increase in tonnage per car. 
(c) Estimated daily or weekly saving in equipment. 


8. The chairmen will advise the Car Service Section 
of opportunities for improved loading through the back 
hauling of freight, particularly from far distant points, as, 
for example, freight from Boston, New York or Philadel- 
phia destined to local points within a radius of one hun- 
dred miles east of San Francisco, which might be loaded 
to advantage in through cars to San Francisco, involving 
but one intermediate handling, as against 'several such 
handlings if loaded in cars carded to points east of San 
Francisco. 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


Loss and Damage Decisions 


LOSS OF OR INJURY TO GOODS. 
Burden of Proof: 
(Sup. Ct. of S. C.) The rule of the Interstate Commerce 
Commission that carriers shall be relieved for failure to 


keep cars under refrigeration before the first re-icing sta- 
tion is reached, if shippers delay the cars at loading 
stations. more than 24 hours, casts the burden to prove 


that damage from insufficient refrigeration was caused by 
negligence of carrier after reaching the re-icing station.— 
Brown vs. Southern Ry. Co., 96 S. E. Rep. 298. 
Insufficient Refrigeration: 

(Sup. St. of S. C.) In action by shipper against carrier 
for damage cceasioned by insufficient refrigeration, evi- 
dence held not to support a finding that carrier was neg- 
ligent.—Brown vs. Southern Ry. Co., 96 S. E. Rep. 298. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, Published by West Publishing Co., St. Paul, Mina. 
Copyright, 1918, by West Publishing Co.) 


Damage to Goods: 

(Ct. of Civ. App. of Tex.) Under Harter act, providing 
that if the owner has properly equipped, supplied, and 
Manned a seaworthy vessel he shall not be liable for 
losses from certain causes, where cotton shipped in proper 
condition arrived in damaged condition, it devolved on the 
vessel owner to prove that the loss was occasioned by a 
cause enumerated in the statute.—Mallory S. S. Co. vs. 
Harriss-Irby Cotton Co. et al., 204 S. W. Rep. 789. 

Where goods are delivered to a vessel in good condition 
and are damaged when delivered at destination, the carrier 
is liable in the absence of evidence showing such damage 
was not the result of its negligence, and the shipper is 
hot required to show how the damage was caused.—Ibid. 
Harter Act: 


(Ct. of Civ. App. of Tex.) The Harter act exempting 
vessel owners from liability for damage to goods in speci- 


fied causes, where vessel is seaworthy, should be strictly _ 


construed and not extended to include exemptions not 
Clea'ly within its scope.—Mallory S. S. Co. vs. Harriss- 
Irby Cotton Co. et al., 204 S. W. Rep. 789. 

The Harter act, exempting vessel owners from liability 
for damage to goods from specific causes, does not exempt 
a vessel owner from liability for loss due to his negligence, 
such as the negligent covering of a hatch.—Ibid. 
Evidence: 


(Ct. of Civ. App. of Tex.) Evidence of the methods of 


separation of damaged from undamaged portions of a 
shipment of cotton and ascertainment of amounts thereof 
by weighing and estimating held not too uncertain and 
indefinite to sustain a finding of the number of pounds 
damaged.—Mallory S. S. Co. vs. Harriss- -Irby Cotton Co. 
et al., 204 S. W. Rep. 789. 


REICING OF FRESH MEAT 


C. H. Markham, regional director, in Circular No. 100, 
says: 


“Occasional complaints reach us that shipments of fresh 
meat arrive at destination showing lack of proper re- 
icing at the various icing stations in transit. Therefore, 
the attention of all concerned at icing stations should be 
called to the importance of strictly complying with in- 
structions appearing on billing covering meat and perish- 
able shipments. Employes should be careful to use the 
full percentage of salt called for, and see that the ice is 
properly tamped or poled to break any crust. Tanks 
should be filled according to instructions. It is true that 
existing instructions fully cover this matter, but those 
responsible for reicing should have their attention again 
called to its importance, as it depends largely upon the 
proper icing and salting of cars to preserve the -com- 
modities to destination.” 





JOHN M. JONES DEAD 


The Trafic World Washington Bureau. 


John: Marshall Jones, chief of the Tariff Division of 
the Commission, died Saturday night, September 7. He 
returned September 5, Thursday, from Atlantic City, 
where he had been on account of illness,, and that night 
was stricken with hemorrhage of the stomach. He was 
hurried to a hospital, where he died. 

Mr. Jones was regarded as one of the most remarkable 
tariff and traffic men in the country. He had an uncanny 
knowledge of rates and rate adjustments, being able from 
memory to recall things that most men had to find by 
laborious search through the files. 

While he had that unusual memory, he did not depend 
on it, nor would he allow tariff agents who came to him 
for rates concerning a situation they wanted to talk about 
to rely on it. He compelled them to make maps and dia- 
grams, so there could be an understanding by referring 
to lines and figures instead of trying to carry the figures 
and a picture of the physical situation in his mind. No 
man in the tariff division made a pretense of being any- 
where near his equal in understanding of the tangles that 
existed or might exist if a proposition under discussion 
were put through. 

Mr. Jones was born at Gordonsville, Va.,-Nov. 13, 1864, 
but was reared and educated in Richmond. His first 
thought was to become an artist and lithographer, but 
he became a clerk in one of the southeastern rate com- 
mittees when about nineteen years old and never carried 
out his first ambition. After leaving the association of 
southeastern roads he entered the traffic department of 
the Southern Railway and was intimately associated with 
Lincoln: Green.. 

In 1910, when the Interstate Commerce Commission re- 
ceived the power of suspension, the tariff division became 
of prime importance and the Commission felt that it 
needed a man with extensive and intimate acquaintance 
with tariffs and rate adjustments. The choice fell on Mr. 
Jones, who became chief of the bureau, and up to the 
time of his death he was the man who had to be con- 
sulted before any change was undertaken in the routine 
of handling tariffs. He checked the tariffs that were filed 
in supposed compliance with the Commission’s orders and 
also the tariffs offered by the carriers on their own initia- 


tive—not personally in all instances, but in a general way. . 


When the fifteenth section was changed so as to make a 
permit from the Commission a condition precedent to the 
filing of tariffs, the work of getting the new routine started 
fell on him and those immediately associated with him. 

During the eight years he had charge of the tariff divi- 
sion he probably met every man that ever had anything 
to do with the preparation of a tariff and every shipper 
who objected to what was being proposed. 

The funeral, September 10, was conducted by the Ma- 
sonic bodies of which Mr. Jones was a member and burial 
was in Glenwood cemetery. The tariff division was closed 
at noon of that day to enable the employes of the Com- 
mission to attend the services. 


CROSLAND ACTING CHIEF 


George M. Crosland, chairman of the Fifteenth Section 
Board, intimately associated with the late J. M. Jones, has 
been made acting chief of the tariff bureau of the Com- 
mission to fill the vacancy caused by the death of Mr. 
Jones. 


COTTONSEED MEAL RATES 


The Trafic World Washington Bureau. 


Director-General McAdoo has ordered cottonseed meal 
rates applied on velvet beans, meal, and cake, from Mem- 
phis to points in Arkansas, Oklahoma and Western Louis- 
jana so as to increase the stock of animal food in those 
states. 

In explanation of the order, the Railroad Administra- 
tion said: 

“At the present time there are no commodity rates 
applying on velvet beans, meal, cake, etc., from Memphis, 
Tenn., to points in Arkansas, Louisiana and Oklahoma. 
In order to encourage the movement of these commodities 
there has been authorized the establishment from Mem- 
phis to all points in Arkansas, Oklahoma and points in 
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Louisiana (west of the Mississippi River) the same rates 
as now apply on cottonseed meal, subject to minimum 
carload weight of 40,000 pounds. 

“On account of the increased necessity for stock feed 
and the scarcity of cottonseed meal, a demand has been 
created at points in the Southwest for velvet beans, velvet 
bean meal, velvet bean cake, copra meal and soya bean 
meal. 

“These commodities are used as live stock feed the 
same as cottonseed meal. Live stock feeders in the 
states of Oklahoma, Arkansas and Louisiana, west of the 
Mississippi River, who have heretofore-used cottonseed 
meal for feeding purposes, owing to the shortage of 
cottonseed meal must now seek some other feed. Ship- 
pers at Memphis, Tenn., advise that they are able to take 
care of the situation by supplying velvet beans, velvet 
bean meal, velvet bean cake, copra meal and soya bean 
meal, which commodities make good substitutes for cot- 
tonseed meal for feeding purposes.” 


THURTELL SUCCEEDS CARMALT. 


James W. Carmalt, the Commission’s chief examiner, 
has resigned to take a place with the Bureau of Statistics 
and Planning, the institution that collects data about war 
activities so as to be prepared to answer Congress if it 
inquires about anything. Henry Thurtell has been made 
acting chief examiner. 


COLLYER MISQUOTED. 


In the Traffic World of Sept. 7, page 487, R. N. Collyer 
is quoted as saying that a certain plan suggested by 
Examiner Disque would be practicable. That is what the 
telegraph operator made him say. What he-should have 
been quoted as saying was that it was not practicable. 


“INDUSTRIAL RAILROADS” EX- 
PLAINED 


: The Trafic World Washington Bureau. 


An interpretation has been given to Frank B. Mont- 
gomery, traffic manager for the International Harvester 
Corporation, of paragraph 3 of P. S. & A. circular No. 25, 
which was an explanation of General Order No. 25 re- 
quiring freight bills to be paid when rendered or, if 
proper bond was given, within forty-eight hours of such 
presentation. 

The paragraph in question says: “Cars will be con- 
sidered to be delivered -when placed on interchange tracks 
with industrial railroads.” The interpretation of that par- 
agraph is that the words “industrial railroads” are to be 
taken as meaning “plant facility” and not common carrier 
industrial railroads. That is to say, the car has been de- 
livered when it is placed on the interchange track from 
which it can be taken to the usual unloading place by the 
engine owned or directly controlled by the consignee. 

According to the allegations of shippers, some road- 
haul carriers have construed that paragraph as meaning 
that a road has delivered a car when it has set it on the 
rails of the common carrier that may be owned by the 
same interest that also owns the industry. Under such 
an interpretation delivery by the road-haul carrier to 
one of the common carrier railroads owned by the United 
States Steel Corporation or one of its subsidiaries would 
be delivery to the industry, but delivery of car consigned 
to an industry other than the one which is controlled by 
the same interest that controls the common carrier in- 
dustrial railroad would not be such delivery as would 
make the freight bill due and payable. 

Under this interpretation the freight bill is not due 
and payable until the common carrier industrial railroad 
sets it on the interchange track where the engine of the 
industry can take it and haul it to the point of unload- 
ing. If the industrial common carrier holds cars beyond 
a definite limit it must pay for the use of the cars s0 
held, but such payments are less, of course, than demur- 
rage charges that would be imposed on a shipper. 


The Commission hag permitted amendment in Case 
10153, the Board of Trade of Portsmouth, O., vs. Atlantic 
City R. R. Co. et al, so as to make William G. McAdoo, 
Director-General of Railroads, an additional party de 
fendant. . 
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[ Personal Notes 


J. Noble Snider, acting coal traffic manager, N. Y. C. 
Railroad, having entered the United States military serv- 
ice, his duties have been reassumed by Girvan N. Snider, 
coal traffic manager, with office at New York City. 

T. J. Shelton, traffic manager of the Arkansas & Lou- 
isiana Midland Railway Company, having resigned to ac- 
cept service elsewhere, the office of traffic manager is 
abolished. All traffic matters, previously handled by the 
traffic manager will be handled by W. L. Yancey, general 
freight and passenger agent. 

E. C. Blanchard, for a long time in the employ of R. 
Walton Moore and later in Luther M. Walter’s office, has 
been made a second lieutenant of infantry. 

J. P. Henry is appointed auditor of the Garyville North- 
ern Railroad Company, vice J. M. Fush, resigned to ac- 
cept services with another company. 

C. E. Bahl has been elected secretary and treasurer 
and W. B. Johnson has been appointed auditor of the 
Wheeling & Lake Erie Railway Company and the Lorain 
& West Virginia Railway ‘Company, with offices at Cleve- 
land, O. 

H. C. May, general superintendent of the Chicago, Indi- 
anapolis & Louisville Railroad, announces the appointment 
of W. H. Fogg, superintendent of transportation, Lafay- 
ette, Ind.; Perry McCart, general solicitor, Chicago; H. T. 
Evans, general auditor, Chicago; Byron Cassell, acting 
’ federal treasurer, Chicago; A. C. Tumy, general freight 
agent, Chicago. 

R. H; Aishton, regional director, announces the appoint- 
ment of W. H. Strachan, superintendent of the Northern 
Pacific Railroad, as terminal manager, Duluth-Superior 
Terminals, headquarters, Duluth, Minn. 

W. F. Wright is appointed acting federal treasurer of 
the Louisiana & Arkansas Railroad, vice F. S. Carroll, 
resigned. 

Regional Directors Markham and Smith announce that 
John J. Mantell is appointed terminal manager in general 
charge of all railroad terminals on the Jersey shore be- 
tween Greenville and Edgewater, both inclusive, and in- 
cluding all terminal yards adjacent thereto. 


H. A. Worcester, district director, has appointed Hugh 
McVeagh executive assistant, Ohio-Indiana district; P. L. 
McManus is appointed transportation assistant. 


Regional Director Markham has appointed L. D. Shearer 
supervisor of telegraph, Allegheny region; his duties will 
be to supervise, co-ordinate and unify railroad telephone 
and telegraph facilities. . 

J. B. Payne, traffic manager of the Texas & Pacific 
Railroad, St. Louis Southwestern Railroad (in Texas), 
International & Great Northern Railroad (excluding line 
from Spring to Fort Worth and Madisonville branch), 
Missouri, Kansas & Texas Railroad (in Texas), Trinity 
branch Beaumont & Great Northern Railroad, Galveston, 
Houston & Henderson Railroad, Houston & Brazos Valley 
Railroad and ‘Trans-Mississippi Terminal Railroad, an- 
nounces the following appointments: General freight 
agents—C. Schonfelder, Jr., Dallas, Tex., Texas & Pacific 
Railroad and Trans-Mississippi Terminal Railroad; Horace 
Booth, Houston, Tex., International & Great Northern 
Railroad (excluding line from Spring to Fort Worth and 
Madisonville branch), Missouri, Kansas & Texas Railroad 
(in Texas) Trinity branch, Beaumont & Great Northern 
Railroad, Galveston, Houston & Henderson Railroad and 
Houston & Brazos Valley Railroad; J. F. Lehane, Tyler, 
Tex., St. Louis Southwestern Railroad (in Texas). Assist- 
ant general freight agent—L. M. Hogsett, Houston, Tex., 
International & Great Northern Railroad (excluding line 
from: Spring to Fort Worth and Madisonville branch), 
Missouri,° Kansas & Texas Railroad (in Texas) Trinity 
branch, Beaumont & Great Northern Railroad, Galveston, 
Houston & Henderson Railroad, Houston & Brazos Valley 
Rai'road. Division freight and passenger agents—V. 
Schaffenburg, New Orleans, La., all lines; J. K. Walker, 
Shreveport, La., all lines; G. L. Moore, Fort Worth, Tex., 
all lines; W. C. McCormick, El Paso, Tex., all lines; 
L. *. Goforth, San Antonio, Tex., all lines; J. W. Daley, 
Gal eston, Tex., all lines; W. L. Geer, Waco, Tex., all lines. 

J. F. Holden, traffic manager of the Kansas City South- 
ern Railroad, Texarkana & Fort Smith Railroad, Midland 
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Valley Railroad, Houston East & West Texas Railroad, 
Vicksburg, Shreveport & Pacific Railroad, Kansas City, 
Mexico & Orient’ Lines, Joplin Union Depot, announces 
the following appointments: R. R. Mitchell, general 
freight agent, all lines, Kansas City, Mo.; H. A. Weaver 
and J. R. Mills, assistant general freight agents, all lines, 
Kansas City, Mo.; Eugene Mock, M. J. Dooley and E. H. 
Shaufier, division freight and passenger agents, Midland 
Valley Railroad, Houston East & West Texas Railroads, 
Kansas City, Mexico & Orient Lines, at Muskogee, Okla., 
Houston, Tex., Wichita, Kan., respectively; L. V. Beatty, 
division freight agent, Kansas City Southern Railroad, 
Kansas City, Mo.; J. O. Hamilton, same, Kansas City, 
Southern Railroad South of De Queen, Ark., and Texarkana 
& Fort Smith Railroad, Texarkana, Tex.; A. H. VanLoan, 
same, Shreveport, La., and Vicksburg, Shreveport & Pacific 
Railroad, Shreveport, La.; J. W. Spoor, live stock agent, 
Kansas City Southern Railroad, Kansas City, Mo.; W. J. 
Tremaine, traveling freight and passenger agent, Vicks- 
burg, Shreveport & Pacific Railroad, Monroe, La.; J. R. 
Holcomb, traveling freight and passenger agent, Kansas 
City, Mexico & Orient Lines, San Angelo, Tex. 

Edgar Moulton, it is explained, is made assistant general 
manager of the New Orleans Joint Traiiic Bureau for 
the purpose of assisting Carl Giessow, who still holds the 
title, during such time as the latter shall be engaged as 
a member of the New Orleans Western District l'reight 
Traftic Committee. L. M. Nicholson, who was general 
manager of the bureau, is now connected with the War 
Department at Washington, D. C. 

Sidney Frohman, former treasurer, has been elected 
president of the Hinde & Dauch Paper Company, Sandusky 
O., to sueceed J. J. Dauch, who met his death in an auto- 
mobile accident last month. Announcement was made at 
the directors’ meeting that the new plant on the Jackson 
street dock would be in full operation within three weeks. 
The plant will be given over entirely to the manufacture 
of corrugated fiber shipping boxes. 


EXPORT LICENSES 


The Trafic World Washington Bureau, 

The War Trade Board announces the adoption of the 

following regulations with respect to the issuance of 
export licenses, effective September 20: 


(A) Hereafter licenses may be granted by the War 
Trade Board only upon application of the consignor and 
only to: 

(1) Corporations organized under the laws of the 
United States, or of any State, Territory, or possession of 
the United States or of the District of Columbia, or 

(2) Residents of any State, Territory, or possession of 
the United States or of the District of Columbia, or 

(3) Foreign partnerships with a member who is a 
resident of any State, Territory, or possession of the 
United States or of the District of Columbia, or 

(4) Foreign corporations actually maintaining in any 
State, Territory, or possession of the United States or in 
the District of Columbia an established branch or agency 
for the regular transaction of its business, or 

(5) Any foreign government acting through any mem- 
ber of its embassy or legation accredited to the United 
States, or 

(6) The Traffic Executive of Great Britain, France, 
Italy, and the Consul for Belgium, or 

(7) Any official, firm, or corporation appointed by any 
department or agency of the United States Government 
to act in its behalf. 

(B) Applications for export licenses, and supplemental 
information sheets and any other supplementary docu- — 
ments or letters relating thereto will only be considered 
by the War Trade Board when filed by such corporations, 
firms, or individuals and only when signed in ink by: 

(a) An official duly authorized to act on behalf of a 
corporation if application for an export license is made by 
a corporation. 

(b) A member of a firm if application for an export 
license is made by a firm. 

(¢c) An individual himself if application for an export 
license is made by an individual. - 

(d) A regular employe of a corporation, firm, or in- 
dividual making an application for export license if such 
employe has been duly authorized in writing to so sign 
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on behalf of such corporation, firm, or individual and if 
such authorization has been filed with the War Trade 
Board. ; 

(e) An attorney in fact of a corporation, firm, or in- 
dividual making application for an export license if such 
attorney has been properly authorized so to act by virtue 
of a power of attorney duly executed and filed with the 
War Trade Board. 


(f) A person duly authorized to act in their behalf if 
application for an export license is made by a foreign 
government, the Traffic Executive, the Consul of Belgium, 
or an agency of the United States Government. 


“CEMENT RATE INCREASE 


The Trafic World Washington Bureau. 


The action of the carriers for whom C. C. McCain, as 
agent, has asked fifteenth section permission to increase 
cement rates to and from non-controlled roads so as to 
avoid fourth section violations condemned by the Com- 
mission in its report on No. 9544, Allentown Portland 
Cement Company et al. vs. Baltimore & Ohio et al., 
49 I. C. C. 403, sent a shudder through those who 
thought the acme of high rates was reached when tariffs 
were filed as a result of General Order No. 28. 

The advances proposed in this case, effective Oct. 1, are 
the greatest ever proposed in supposed compliance with 
a decision of the Commission. Not one reduction is pro- 
posed. Every change is a revision upward, the highest 
advance from any Central Freight Association point being 
$1.05 a ton, and 80 cents being added to the rates from 
the Lehigh district to Harlem river. 

The removal of the fourth section violations is proposed 
-in the simplest manner. The’ points in New England 
where there is consumption of cement are to be asked 
to pay rates as high as the highest published to an in- 
terior point where, if a carload of cement were sold, the 
town would probably disappear through surprise. 

The fourth section violations that are to be removed 
in so simple a way were found on routes to New Haven, 
Bridgeport, Boston and Portland. Rates on cement to 
those points were lower, on account of water competition, 
than to intermediate points. The New Haven undertook 
to justify the water depressed rates but the Commission 
said, in its report, that nothing had been adduced to show 
that cement could now move to the coast towns by water 
any cheaper than by rail. Carriers other than the New 
Haven said they could not justify departures and would 
cance] the rates. 


The New Haven was only a participating carrier, the 
Commission said, and if the originating carriers would 
not undertake to justify, then the New Haven could not 
compel the continuance of the violations. From the fact 
that the originating carriers are now asking permission 
to remove the violations by raising the lower rates, it 
is inferred they have changed their minds since they 
testified at the hearings a year ago. 


WILL REPARATION BE MADE? 


The Trafic World Washington Bureau. 


The question as to whether the Railroad Administration 
is going to make reparation on account of unreasonable 
rates prescribed in General Order No. 28 is under serious 
debate among the men in the administration’s organization 
who will have to deal with the question when it is raised 
by shippers in a more formal way. 


There are two classes of cases in which an ordinary man, 
not acquainted with the peculiarities of reparation under 
the act to regulate commerce, would expect a return of 
money without question. The first are rates made in viola- 
tion of the general order. The commonest form of that 
kind of cases is where increases have been made in each 
of two or more parts of a combination. Such rates are 
clearly in violation of the order. 


The others are cases in which the administration admit- 
ted that the rate or rates were unreasonably high, as, for 
instance, the $15 per car minimum, or the exceedingly high 
charges for short hauls, due to the fact that what had 
theretofore been called switching movements, had to be 
treated as road hauls and the commodity, generally stone, 
had to stand a specific minimum increase. 
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The inclination among the officials, of course, is to say 
there will be no reparation. The railroad men never will- 
ingly made reparation except in the most extreme cases 
on the theory that when they acted they could not know 
that what they were doing would prove unreasonable. 
The Commission also has been usually unwilling to order 
reparation. The courts, however, in the Louisville Cement 
Company case, laid down the rule that there must be 
reparation between a reasonable and an unreasonable 
rate, because the former is unlawful. In that case the L. 
& N. admitted that the higher rate was unreasonable. In 
the class of cases mentioned the administration, in effect, 
has confessed the rates to be unreasonable. The query 
therefore is as to what the courts will do in the event 
shippers take the matter to the courts and whether it would 
not be better to make a rule that would keep such Cases 
out of court. 


IOWA CLASSIFICATION NO MORE 


The Trafic World Washington Bureau. 


By means of an interpretation of General Order No. 28, 
the limited extent to which the Iowa classification and 
minimum rates have been in use in that state will go into 
disuse from this time forward. Hereafter the minimum 
charge on any shipment will be the minimum charge ol 
the Western Classification of fifty cents. 

The question arose over the fact that one railroad in 
Iowa interpreted General Order No. 28 to mean that the 
classification of states should remain in use. In carrying 
out that understanding it applied fourth class Iowa scale 
on certain shipments instead of fourth class, Western 
Classification. It has been notified that the Western Class 
ification minimum weight and charge will apply on ship- 
ments within the state. Railroads generally interpreted 
the order in that way, but the Iowa carrier did otherwise, 
hence thé ruling from the Railroad Administration. Direc 
tor Prouty’s office contended for the application of the 
Iowa rule, but the men in Director Chambers’ office over- 
ruled and won in the contention. 


CASTOR BEAN HULLS 


The Traffic World Washington Bureau. 

A freight rate authority issued in Washington September 

10 authorizes rates on castor bean hulls in southern ter- 

ritory the same as on fertilizer materials. These hulls 

are a hy-product of the oil industry established to furnish 
lubricant for airplanes. 


MEALS ON DINING CARS 
The Traffic World Washington Bureau. 


The custom of serving a la carte meals on dining cars 
will be abandoned October 1, so far as luncheon and din- 
ner are concerned and the table d’hote plan will be sub- 
stituted. Breakfast will consist of a simple a la carte 
menu at moderate prices and luncheon and dinner will be 
table d’hote meals of not to exceed four courses. The 
charge for luncheon or dinner will be $1, with the ex- 
céption that on a few limited trains the charge for dinner 
will be $1.25. 

While in a general way the plan contemplates standard- 
ization of meals, there will be such variation as _ local 
market conditions make desirable, says Director-General 
McAdoo’s announcement. The meals, while simple, will 
be both ample and good. The small charge, as Mr. Mc 
Adoo calls it, will bring them within the reach of the 
most moderate purse, he thinks. It is made possible by 
what he thinks the many evident economies that can be 
accomplished, such as the increased capacity of dining 
cars, the complete utilization of supplies and the saving 
in skilled cooks and waiters, who are difficult to engage 
at present. Patrons will be saved the delays incident to 
the selection from varied menus and the inconvenience 
produced by congested conditions of travel. The new plan 
is also expected to result in the conservation of food. 

Arrangements have been completed for making the new 
plan efiective on the same day on all railroads under 
government control. At the same time steps are being 
taken looking to the co-ordination of dining car organiza- 
tions and commissaries and the joint utilization of equiD- 
ment which it is thought will lead to far more satisfactory 
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results, both for the railroads and the public, than was 
possible under the old conditions. 


COAL INCREASES CHALLENGED 


The Trafic World Washington Bureau. 


Thirty coal companies in and around Chicago have 
filed complaint, No. 10245, against all roads serving mines 
in Illinois and Indiana to Wisconsin, alleging that double 
jncreases on coal beyond Chicago make such rates un- 
lawful. They specifically challenge the double increase 
under the fifteen per cent decision and a similar advance 
under General Order No. 28. They demand through rates 
from which one increase has been eliminated and repara- 
tion on every ton, the average reparation being about 40 
cents. 


COAL CAR LOADING 


The Trafic World Washington Bureau. 


The increase in cars of coal loaded for the period from 
January 1, 1918, to August 31, 1918,,as compared with 
the same period for 1917, has passed the half-million 
mark. 

A report was made to Director-General McAdoo Sep- 
tember 7 by the Car Service Section on the quantity of 
coal of all kinds loaded by roads for week ended August 
24, aS compared with the same period of 1917. A sum- 
mary of the report follows: 

1917 


185,133 
41,212 


1918 
eee Or ee 219,750 
Total cars anthracite : 
Total cars lignite 3, 367 3,249 


Grand total cars all coal 263,982 229,594 


A summary of reports for the week ended August 31, 
based on actual reports from most roads, but with the 


results of some roads estimated, follows: 
1917 
187,093 
42,817 
3,187 


233,097 


516,951 cars 


Total cars bituminous 
Total cars anthracite 
Total cars lignite 


Grand total cars all coal 263,523 
Increase of 1913 up to and including week ended 
August 31 over same period of 1917 


FREIGHT CLAIM FORMS 


The Trafic World Washington Bureau. 


There is no intention on the part of the Railroad Ad- 
ministration to issue new or additional freight claim forms. 
An answer to that effect has been made to a number of 
inquiries, particularly that of Swift & Co., of Chicago. 

The idea that additional or amended forms were to be 
issued was created by paragraph 2, of General Order No. 
41, the regulations governing the disposition of ‘inter- 
road freight claims for loss and damage. Under the cap- 
tion, “Papers necessary to support claims,” the order 
says: “Claims for loss of or damage to freight shall be 
made on the standard forms approved by the Interstate 
Commerce Commission.” 


The Interstate Commerce Commission never formally 
approved any forms for loss or damage claims. On Dec. 
5; 1913, Commissioner Harlan, in a letter addressed to 
George W. Perry, president of the Freight Claim Asso- 
ciation, said: “I take this means of informing you, and 
through you the Freight Claim Association, that, in con- 
ference on Tuesday, December 2, the Commission ap- 
proved the standard forms for use by shippers in pre- 
senting claims against carriers, and recommended their 
general adoption and use by all carriers and shippers. 
The Commission does not undertake to prescribe these 
forms or order their adoption, as the situation makes 
lo demand for a positive direction. It is the view of the 
Commission, however, that the general use of the forms 
would do much to enable the carriers properly and 
Promptly to investigate and settle claims, thereby result- 
ing in better service to the public’ 


In language the form to which reference was made 
had been approved by the Interstate Commerce Commis- 
sion. The approval, however, was a mere expression that 
it would be in the interest of good service if the shippers 
would use that form, and not approval in the sense in 
Which that word is used when one speaks of the regula- 
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tions concerning the marking and packing of high ex- 
plosives. The forms have not the force of law. 

Attached to the Harlan letter is a standard form for 
presentation of loss and damage claims. Under the words 
“Standard form for the presentation of loss and damage 
claims” are the words, “Approved by the Interstate Com- 
merce Commission, National Industrial Traffic League, 
National Association of Railway Commissioners and the 
Freight Claim Association.” That form is printed on 
rose-colored paper, while the form for the presentation 
of an overcharge claim is printed on yellow paper. 

It is the desire of the Railroad Administration that 
shippers use the forms approved by the organizations 
mentioned, and that was the object of paragraph 2 of Gen- 
eral Order No. 41. 


FUEL PRODUCTION AND CARRIAGE 


In addressing to northwestern railroads supplement No. 
2 to circular No. 17, Regional Director Aishton says: 

“The importance of giving all possible assistance toward 
increasing the output and improving the movement of 
coal cannot be overstated. Every employe concerned must 
be kept alive to this situation. Particular attention is 


directed to circular No. 17 of August 13, and to the neces- 
sity for avoiding— 


1. Delay~in the movement of coal cars, both loaded and 


empty. 

2. Accumulation of loads and empties awaiting movement. 

3. Habitual misuse of coal carrying cars, particularly the 
self-clearing type, by loading with commodities other than coal, 
coke and blast furnace and steel mill materials. 

4. Delay in release of cars in company fuel service. 

5. Use of steel coal carrying equipment in handling cinders, 
= and other refuse (not including necessary movement of 
slag). 


“No possible excuse will avail for failure of the railroads 
to perform their duty to the utmost in the transportation 
of this most essential commodity. Our responsibility will 
not be fulfilled until there are more cars available every 
day for coal loading than the miners can load. Each road 
should have such local supervision as may be necessary 
to effectually prevent any condition or practice that re- 
duces the full efficiency that should be obtained from coal 
car equipment. Such daily reports as may be necessary, 
depending on local conditions, should be secured. 

“In this connection, please furnish me daily by wire a 
report, symbol NWRD No. 13, showing: 


Item A—Total number of foreign open top coal cars loaded 
with sand, stone and gravel. 

Item B—Total number of system open top cars loaded with 
sand, stone and gravel. 

Item C—Total number of foreign open top cars loaded with 
commodities other than coal, sand, stone and gravel. 

Item D—Total number of ‘system open top coal cars loaded 
with commodities other than coal, sand, stone and gravel. 


RATES ON TEXAS CATTLE 


The Trafic World Washington Bureau. 


A rate explosion threatened on September 9 and the 
early part of the following day on account of the extra 
precaution taken by the clerical force in Director Cham- 
bers’s office. It was not satisfied with a blueprint of 
rates on cattle from the drouth stricken pastures of 
Texas to green pastures of the southeastern rate ter- 
ritory prepared by C. B. Heinemann and §S. H. Cowan, 
so it prepared one of its own. It put its own blueprint 
into the rate authority issued by Director Chambers, and 
Director Prouty approved it, never thinking about the 
possibility of anybody substituting a blueprint for that 
prepared by Cowan and Heinemann. 

The freight rate authority was sent to Chicago before 
anyone discovered the substitution. Then the representa- 
tives of the cattle men, who had spent days in Wash- 
ington carefully figuring out a scale, wired Washington 
asking about it. 


Investigation disclosed the fact that every rate on 
cattle needing further feeding to prepare them for mar- 
ket, on practically every distance greater than 500 miles, 
was one or two cents higher than seventy-five per cent 
of the rate on fat cattle. 

The agreement between the shippers and the Railroad 
Administration was that the Shreveport scale on cattle, 
which ran out at about 500 miles, should be extended 
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so as to cover shipments to all parts of the southeast; 
that when that was done the twenty-five per cent in- 
crease decreed by General Order No. 28 should be added; 
and that then rates on stock or feeder cattle should 
be made seventy-five per cent of the rates on fat cattle. 

The clerks in Director Chambers’s office, however, made 
up a scale in which, after extending it to cover the greater 
distances, they added twenty-five per cent to each of the 
stock cattle rates, observing the maximum increase of 
seven cents per 100 pounds. The result was that many 
of the stock cattle rates were made more than seventy- 
five per cent of the fat cattle rates. 


Director Prouty’s office was astounded that this should 
have been done, but it was found that Director Chambers’s 
office had written a note which was to have been attached 
to the new blueprint asking if that was not the proper 
way to carry out the agreement rather than the way 
Heinemann and Cowan had done it. The note, however, 
did not travel with the new blueprint. 


After discussion between the Chambers and Prouty 
forces, it was agreed that the only way in which the 
matter could be settled would be to detach the substitute 
blueprint and attach the one that was prepared by Cowan 
and Heinemann, as that represents the rates as agreed 
on. The failure of the note from Chambers’s office to 
Prouty’s office to reach its destination left.the traffic men 
without a foundation on which to argue. 


_ CHANGE IN TIME ZONES 


The Trafic World Washington Bureau. 


When, on Thanksgiving Day, the clocks are readjusted 
in accordance with the boundaries of the time zones, the 
Commission is expected to prescribe as one of the inci- 
dental results of the enactment of the daylight saving law, 
the railroad clocks in some parts of Ohio, West Virginia 
and Florida will be in defiance of the statue laws of those 
states. But clocks in Ohio are now in defiance of the 
laws of that state. The law says central time shall be 
the legal time for use throughout Ohio. The Erie carries 
eastern time as far west as Dayton and Stuebenville, at 
least a few years ago, tried to compromise by having 
three sets of hands on the town clocks, one indicating 
mean sun time, another set central time and the third 
eastern. 


Generally speaking, the western boundaries of the exist- 
ing zones are carried westward, in the tentative report pre- 
pared by Commissioner Aitchison and Examiner Money, 
who took the testimony to find out what should be done 
to make the time zones more symmetrical. That was not 
done just because the Erie, for instance, carries eastern 
time as far west as Dayton or because on some jointly oper- 
ated lines two standards of time are used, but because itis 
human nature not to “get busy” with most of the things 
to be done until after noon. 


“The habits of life of our ‘people bring a greater part 
of the activities of the normal character after noon than 
before midday; and we can secure the greatest amount of 
daylight for the active hours, and to a certain extent avoid 
the diurnal peak of heat in the summer by adopting a 
policy of generally making the time breaking points some- 
what west of the median meridian.” That is what the ten- 
tative report says about this moving the time-breaking 
points to the west so that for a large part of the country 
the clocks will be ahead of the sun instead of laggintg be- 
hind. The thought is suggested that perhaps if the time 
zones could be arranged so as to have the clocks show 
noon as about 9 o’clock in the morning much more would 
be done than is now the fact. 


The report further says the record clearly shows that 
there is need for a closer connection between the sun 
and the clock than has obtained in many parts of the 
country; that there is a relationship between habits and 
employments and the hours of the day as expressed by 
time pieces which cannot be impaired without great in- 
convenience, and that public health and prosperity will be 
best subserved when normal time standards are observed 
in every community where they can be made applicable. 

“The statement finds support in the record that in some 
sections the continued use by carriers of inappropriate 
time standards is even inimical to the national defense,” 
says the report. Hours for going to work in factories do- 
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ing war work are made too late in relation to the sun to 
assure the best results. 

The Commission found that the communities regulate 
their clocks by the timepieces of the railroads, hence the 
importance it attached to the desirability of having the 
railroad clocks more often ahead of the local mean time 
than behind it. Therefore when Detroit, Toledo, Columbus 
and other points in C. F. A. territory turn their clocks 
an hour ahead of the customary time, they will be going to 
work ahead of the sun, so to speak, instead of, as since 
1883, back of it. Many communities in Ohio refused to 
regulate their ordinary affairs by railroad time, as it is 
still called, because it was slower than the local or mean 
time. Hereafter railroad time, for a large part of the state, 
will be ahead of the sun. 

Railroad men, as a rule, objected to having the time 
breaking points at places other than division points, such 
as Pittsburgh and Buffalo. The New York Central did not 
recognize Buffalo as a time-breaking point, but used central 
time up to that city. That was the influence of the old 
Lake Shore management. Since the consolidation no 
change has been made. Now eastern time is extended as 
far west as Detroit, so the New York Central clocks will 
have to go forward, because it will have no excuse for 
declining to use the same time on its whole system. 

The tentative report disregards the wishes of the rail- 
road men. “It thinks the time-breaking points can be placed 
at the less important centers of population, with less con- 
fusion than at the big cities, where, on account of the 
break, one part of the city would be using one and another 
another kind of time. Many of the carriers contended that 
a railroad system should have only one kind of time, 
thereby setting at naught the local mean time and the 
standard time on part of the systems that cross the 
boundaries. 


WESTERN COMMITTEE CIRCULAR 


In Circular No. 16 (cancels Circular No. 1), the Western 
Freight Traffic Committee says: 

“Pursuant to the authority of the United States Railroad 
Administration, issued by Edward Chambers, Director, 
Division of Traffic, and Charles A. Prouty, Director, Divi- 
sion Public Service and Accounting, the Western Freight 
Traffic Committee issues the following circular for the in- 
formation and guidance of the general public and the 
freight traffic officials of the western railroads under fed- 
eral control. 

“All changes in freight rates, charges, regulations and 
practices published in the lawfully filed schedules of the 
carriers under federal control must be passed upon by 
one of the freight traffic committees, on which the shipping 
public is represented, before an application is made for 
freight rate authority as required by Circular 1A of the 
Division of Traffic. 

“All recommendations of district committees shall be 
forwarded to the Western Freight Traffic Committee, 
whether they be for or against the application. 

“Shippers will present their rate problems to the freight 
traffic officers of the carriers serving them, or to the dis- 
trict committee located in their vicinity. If the committee 
first receiving a shipper’s request is not the proper one to 
dispose of it, such request will be forwarded to the proper 
committee with a statement of its own views, the shippers 
to be advised of the action taken. 


“The work of the district committees shall not be con- 
fined to questions arising within any district or territory, 
but shall also extend to the consideration of any and all 
matters presented to them by shippers, by freight traffic 
officers of carriers (whether or not under federal control), 
or which such committees may initiate. 

“Where a district committee is presented with, or inaug- 
urates, a“subject of general interest, or a subject which 
manifestly affects more than one district, they shall prompt- 
ly submit such question together with their recommenda 
tion to the Western Freight Traffic Committee. The lat 
ter will docket same and will in proper cases send copy 
of such docket to all interested district committees. 

“It is specially desired that the freight traffic officers 
of all carriers under federal.control co-operate with the 
freight traffic committees to the fullest extent, and that they 
discuss freely with the shippers all requests for changes it 
rates, ons the like, investigate such requests and forward 
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them to the proper district committees with their views and 
the result of their investigations. They should also ad- 
vise the district committees of changes in rates or prac- 
tices which they believe will be helpful to the carriers as 
a whole and in the public interest.” 


INDUSTRY TRACKS 


Regional Director Smith, in a circular to eastern Fed- 
eral managers and general managers, says: 7 

“In connection with my letter of July 25, relative to 
construction of General Order No. 15, regarding industry 
tracks, the question has been raised as to whether it will 
be permissible for railroads and industries to agree as 
to a percentage division of maintenance cost in lieu of 
computing monthly the number of cars switched over 
industrial tracks or portions thereof, the purpose-being to 
save accounting expense. 

“Where the conditions are such that it can be shown 
that a percentage division will operate to produce sub- 
stantially the result indicated in my letter of July 25, of 
division of the expense in proportion to the amount of 
the use of -the track for the industry and the passage of 
ears for other purposes such percentage division may be 
adopted by agreement, provided the agreement clearly 
shows that the percentage merely represents the basis 
of division provided for in my letter of July 25, and is to 
be modified from time to time if and when it appears 
conditions have changed so as to make the agreed per- 
centage no longer produce the result originally intended. 
Some method should also be adopted in such cases for 
periodically checking the accuracy of the agreed per- 
centage as a-means of arriving at the division provided 
for in my letter of July 25, and when it appears that it is 
no longer accurate for that purpose it should be discarded 
for the future and readjusted for the past so far as neces- 
sary to cure any unreasonable discrimination, and so far 
as practicable. 

“The general plan of the instructions is to provide for 
division of the expense of maintenance of tracks used 
for industry tracks but not solely for the purpose of a 
single industry, and at the same time to avoid discrim- 
inations in connection with the maintenance of such 
tracks. Of course the instructions will have to be applied 
with reference to the operating conditions existing in 
the several cases. 

“The question has been raised as to whether in cases 
where the traffic involved does not justify the expense 
of track construction up to the clearance point, the track 
may not be put in at sole expense of the industry. It is 
felt that under existing conditions if there is not sufficient 
justification for a side track to warrant the railroad in 
paying the expense up to the clearance point, the track 
should not be built at all.” 


PUBLICATION OF TARIFFS 


A. C. Johnson, chairman of the Western Freight Traffic 
Committee, in Circular No. 33, to chairmen of district 
committees and freight traffic officers, says: 

“Information reaches us that tariff publishing agencies 
and individual lines are making requests upon the Di- 
rector, Division of Traffic, to assist them in securing au- 
thority from the~Interstate Commerce Commission to 
extend special permission waiving its tariff rules and per- 
mit the reissue of tariffs to show the rates in effect prior 
to June 25, 1918, and in connection therewith publish a 
so-called blanket supplement to add the increases under 
General Order No. 28. 

“In most cases the reasons given for these requests are 
that the tariffs now exceed supplemental limit, that the 
type for the reissue has been set up prior to the receipt 
of General Order No. 28, and that it will be much quicker 
to reissue the tariffs to carry the old rates with a blanket 
supplement to add the increases than to now recompile 
so as to show the present rates. Also that because these 
tariffs are now beyond the supplemental limit (often be- 
cause of the Commission’s rule waiving supplemental 
limit on suspended rates) no additional changes in rates 
can be published in such tariffs and that the delay in re- 
issuing them will block publication. 

“The making or changing of rates by use of the so- 
called blanket supplement is justifiable only in emergency, 
and the Commission and the public were told when this 
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emergency method was used in making rates effective 
under General Order No. 28 that the rates would be 
reissued in the regular way as soon as it could be done. 
To now reissue the tariffs to carry the old rates would 
continue indefinitely the use of the blanket supplements; 
further, it is doubtful if any saving is accomplished in the 
long run, because the tariffs necessarily have to be again 
reissued soon in order to publish these specific rates, 
while if reissued now to show the correct rates they may 
stand indefinitely. ; 

“These requests on the Director, Division of Traffic, or 
the Commission are unjustifiable and should not be made, 
but you are requested to direct your efforts to the im- 
mediate reissue of these tariffs to contain the new rates 
just as rapidly as possible. When this is done your 
efforts should be directed to obtaining such economy as is 
practicable from simplification and consolidation of 
tariffs. 

“Attention is also directed to the practice of some pub- 
lishing agents and carriers in permitting tariffs to reach 
their supplemental limit and so remain before reissuing 
them, thus often blocking the publication of necessary 
changes in rates. This is a bad practice and the econ- 


omy in printing thereby obtained is often more than 

offset by the waste of time of thousands of users of 

tariffs and the occasional blocking of needed publication. 
“Please be governed by these instructions in future.” 


POWER OVER WIRE RATES 


The Trafic World Washington Bureau. 


According to the declarations of William H. Lamar, 
solicitor for the Post Office Department, Postmaster-Gen- 
eral Burleson claims plenary authority over rates, rules, 
and regulations by telephone and telegraph companies, 
and, while he has no present intention of initiating rates, 
he claims the right of, and will exercise his judgment as 
to, rates that may be proposed: by wire companies or 
ordered by state or other local rate-regulating bodies. The 
Postmaster-General has never made any public announce- 
ment to the effect that he has greater authority over the 
rates which the public shall pay for. the privilege of 
holding communication by wire than he has as to the 
rates it shall pay for communication by letter, but Mr. 
Lamar told Charles E. Elmquist and other representatives 
of state commissions that that is the substance of Mr. 
Burleson’s claim. Mr. Elmquist embodied the informa- 
tion, together with a discussion of the matter, in a bul- 
letin sent to state commissioners under date of September 
7. In that bulletin, in speaking of himself and his col- 
leagues of the War service committee of the association 
that Mr. Elmquist represents in Washington, Mr. Elmquist 
said: 

“We are informed by Mr. William H. Lamar, Solicitor 
for the Postoffice Department, that telephone companies 
should present their applications for increases in the 
usual way, and that commissions should proceed to hear, 
try and determine the cases and serve orders upon the 
companies. Such service will be notice to the Postmaster- 
General, who claims the right to set aside or modify the 
order. He asserts that he has the rate-making power 
over all toll and exchange rates and charges, state as well 
as interstate, and that state commissions have no right 
to interfere with a rate which has been prescribed by 
him; and that such rates need not be submitted tod local 
authorities for their approval. The Government is in 
control of the telephone systems, it will collect the money 
for services through the Postoffice Department, pay all 
of the operating expenses, and is alone responsible for 
the service rendered. With respect to the question of 
jurisdiction over rates it is apparent that the Postmaster- 
General and the Railroad Administration are in complete 
accord. 

“By the terms of the resolution the President is author- 
ized, during the continuance of the present war, when- 
ever he shall deem it necessary for the national security 
or defense, to take possession and assume control of any 
wire system or systems, such operation and control not 
to extend beyond the date of the proclamation by him 
of the exchange of ratifications of the treaty of peace. 
Compensation shall be made for the use of the proper- 
ties, and the resolution closes with the following proviso: 
‘That nothing in this act shall be construed to amend, 
repeal, impair or affect existing laws or powers of the 
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several states in relation to taxation or the usual police 
regulations of the several states, except wherein such 
laws, powers or regulations may affect the transmission 
of government communications or the issue of stocks and 
bonds by such system or systems.’ 

“The proclamation of: the President is based upon the 
act of Congress. It is an exercise of the war power which 
is directly conferred upon the'President by the Constitu- 
tion, and the act of Congress has added nothing to that 
power. Congress has not directly repealed any state 
law, and repeals by implication are not favored by the 
courts; but, upon the contrary, Congress has said that 
existing laws or powers of the several states, in relation 
to taxation and the lawful police regulations, shall not be 
impaired except wherein they may affect the transmission 
of Government cammunications or the issue of stocks 
and bonds. Whether the national security and defense 
either justifies or permits the Postmaster-General to im- 
pose installation charges, standardized rates, to increase 
or modify intrastate toll or exchange rates or set aside 
existing state laws which provide for the filing and ap- 
proval of rates, rules and regulations by state commis- 
sions, is at least a debatable question. An interesting 
review of the general question has been made by Hon. 
‘William L. Ransom, counsel to the Public Service Com- 
mission for the First District, New York City, in an 
opinion rendered January 21, 1918, and in a second opin- 
ion rendered June 1, 1918. 


“The Postmaster-General and his telephone committee 
are pronounced advocates of government ownership of 
the telephone and telegraph systems. As the law now 
stands, these properties must go back to private owner- 
ship when peace is declared. It is for the people and 
Congress to decide whether government control shall be 
merged.into government ownership. As regulating offi- 
cials, we must act in accordance with the existing law 
regardless of our individual opinions. When the wire 
systems return to private ownership, if they do, they 
must submit themselves to local regulation and to the 
laws, rules and practices which have been established. 
It is essentially in the public interest that the state com- 
missions be preserved in all of their vigor and efficiency, 
so that the companies, if and when they return to private 
ownership, may be intelligently regulated. It would seem 
most unfortunate if the exigencies of the war were used 
by officials of the national government to destroy or 
weaken the wise regulatory practices in the states which 
have grown up through the experience of the past 35 
years. 

“State commissions have tendered their offer of co- 
operation in good faith. They should and will do their 
full duty in helping to prosecute the war to a successful 
conclusion, but at the same time they should see that 
adequate service and rates are furnished to the people 
by public service corporations. 

“The successful assumption of ultra-governmental 
power by the Postmaster-General may result in depriving 
the people of every vestige of local control in this matter. 
The problem is of so much importance that state com- 
missioners and their counsel should give immediate atten- 
tion to the fundamental as well as local questions that 
are involved in the present system of operation.” 


RATES ON COARSE GRAIN 


The rates on coarse grain as increased under General 
Order No. 28 are the subject of a complaint filed by the 
National Council of Farmers’ Co-Operative Associations 
versus W. G. McAdoo, Director-General of Railroads, in 
which there is alleged discrimination in the increases as 
applied to grain rates versus wheat, and alleged discrimi- 
nation in the increases on coarse grain as applied to each 
separately established factor used in combination to make 
through rates, rather than by the application of such in- 
creases but once—that is, to the aggregate rates made 
on combination of such separately established factors. 

It is the prayer of this complaint to have the Com- 
mission establish and put in force for the transportation 
of corn, oats, rye and barley in carload lots, “between 
points in the states of Illinois, Iowa, Kansas, Minnesota, 
Missouri, Nebraska, North Dakota and South Dakota and 
points in the said states to various other states” rates not 
exceeding those in effect prior to June. 25, 1918, by more 
than 25 per cent; and where no joint through rates are 
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in effect “to apply the maximum increase ordered by 
aforesaid General Order 28 and supplement only once to 
the through movement of transportation of corn, oats, rve 
and barley and not to each component thereof.” 

That all interested in the transportation of grain may 
have an opportunity to be heard on this question, a hear- 
ing will be afforded September 25 at 10:30 a. m. in Rocm 
2122, Transportation Building, Chicago, by the Western 
Freight Traffic Committee. 


RAILWAY OPERATING INCOME 


The Trafic World Washington Bureau. 

The Commission has sent the following to all operating 
carriers by steam railway: 

In the order of this Commission, entered April 1, 1918, 
wherein operating carriers by steam railway were directed 
to submit under oath on or before’ April 25, 1918, a state- 
ment of their average annual railway operating income, as 
defined in the federal control act of March 21, 1918, the 
following appears: 

“It is not intended that this return shall include a state- 
ment of special matters on which carrier may expect to 
base a claim for exceptional treatment as to the amount 
of compensation. If, in the opinion of the respondent, the 
information above called for does not truly reflect its aver- 
age annual railway operating income, a separate statement, 
in addition to that required by this circular, should be for- 
warded showing what respondent considers its true: aver- 
age annual railway operating income, with full explana- 
tions.” 

Some of the respondent carriers seem to have assumed 
that such claims will be passed upon by this Commission. 
Since the Commission is authorized to deal with such 
claims only in the manner provided in section 3 of the 
federal control act they should be presented to the Direc- 
tor-General for his consideration. 


INSURANCE AND FIRE PROTECTION 


In Circular No. 54, Director-General McAdoo said: ' 


“The Insurance and Fire Protection Section has been 
established in the Division of Finance and Purchases and 
in supervising this section John Skelton Williams, the di- 
rector of the division, will be assisted by Theodore H. 
Price, actuary to the Railroad Administration. 


“Charles N. Rambo, formerly superintendent and secre- 
tary of the Mutual Fire, Marine and Inland Insurance 
Company, Philadelphia, has been appointed manager of the 
Insurance and Fire Protection Section, with headquarters 
in the Premier Building, No. 718 18th street, N. W., Wash- 
ington, D. C. 

“In the work devolving upon it the Insurance and Fire 
Protection Section will have the co-operation of an advis- 
ory committee, of which Mr. Theodore H. Price is chair- 
man. The other members of the committee are Mr. R. 
M. Bissell (president of the Hartford Fire Insurance Com- 
pany, Hartford, Conn., and also chairman of the National 
Conservation Committee and the National Board of Fire 
Underwriters); Mr. Charles E. Mather of Philadelphia, Mr. 
D. R. McLennan of Chicago, and Mr. A. M. Schoen, a civil 
and electrical fire protection engineer and expert, at pres- 
ent chief engineer of the Southeastern Underwriters’ Asso- 
ciation of Atlanta, Ga., and also a member of various na- 
tional and other consulting boards throughout the United 
States. 


“The Insurance and Fire Protection Section will have 
its own force of general inspectors and loss investigators, 
reporting directly to it at Washington, and through the 
Division of Operation will communicate to the regional di- 
rectors and the officers and employes of the operating 
force under them with regard to the work of fire preven- 
tion and inspection on all railways under control of the 
United States Railroad Administration, with the object of 
utilizing existing organizations as they may be available, 
reorganizing them when it may be necessary, and estab- 
lishing adequate fire protection and inspection organizations 
for those properties upon which no such organization is 
now maintained. 

“Prompt compliance with the recommendations of the 
Insurance and Fire Protection Section received through 
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the channels designated will be required from all officials 
of the railroads. : 

“The heavy fire losses throughout the country and the 
recent destruction by fire in and on the railroad proper- 
ties emphasize the need of increased vigilance in applying 
the latest and most effective methods of fire prevention, 
and it is especially essential that the officials and employes 
shall with renewed energy cooperate in the reduction of 
the hazard and the unncessary fire waste. 


It is believed that if every employe can be made “to. 


feel an alert consciousness of responsibility for this loss, 
that it can be substantially reduced, thus effecting an im- 
portant saving in the cost of operation and avoiding the 
interference with and delay of traffic that fires cause. To 
this end the earnest co-operation of every employe of the 
United States Railroad Administration is desired and re- 
quested.” 


OKLAHOMA RATE TROUBLES 


The Trafic World Washington Bureau. 

The Oklahoma commission has not yet obtained the sat- 
isfaction of an interview with Director-General McAdoo 
about the out of line rates with which it has been dealing 
for four months. He went to New England on a two 
weeks’ trip without giving the Oklahomans a definite 
answer to their request for a hearing. Herewith is given 
the latest correspondence between Charles E. Elmquist, 
to whom the Oklahomans turned when the Oklahoma dele- 
gation in Congress could not arrange an interview, and 
W. D. Humphrey, chairman of the Oklahoma commission: 

Washington, D. C., Aug. 30, 1918. 
Hon. W. D. Humphrey, Chairman, Corpn. Comn., Okla- 
homa City, Okla. 

Have endeavored to secure audience with McAdoo. His 
secretary is waiting a report from Chambers on the situa- 
tion and tells me they expect to clear up the rate matters 
there in the near future. They prefer not to pass upon 
the question of a conference until question looked into 
more fully. Wire later. C. E. Elmquist. 

Oklahoma City, August 31, 1918. 
Hon. Chas. E. Elmquist, 724 18th street, N. W., Washing- 
ton, D. C. 

Your wire of August 30 is received. 

It seems that you are unable to see Mr. McAdoo now or 
any other time. 

Our people are solicitous, anxiously though properly so, 
for relief against unjust rates, and for four months we have 
endeavored, earnestly, to get the attention of the railway 
directorate to inequities imposed upon Oklahoma. But 
in this the combined efforts of our delegation at Washing- 
ton, of our shippers and of the corporation commission 
have been unavailing. 

Aenaes having undergone trials and tribulations suffi- 
cient to inspire an epic is represented as afterwards. ex- 
claiming: “Et enim meminnisse iuvabit.” 

That we shall ever find anything pleasing to remember 
arising out of our present difficulties is improbable, but, 
though we may never get relief from the directorate, yet 
we can cherish the hope that we may find it pleasant to 
remember why. : 

Our advice to you and our last request to our delegation 
in Congress was to secure an audience with Mr. McAdoo 
—only that and nothing more. Even this much, as was 
observed by the physician who recommended to his pa- 
tient the use of hen manure for bad breath, “would help 
some.” 


It this cannot be obtained, we should at least know why. 

When Mr. Hitchcock ruled over Oklahoma and Indian 
territories, though known as the “Czar,” the average citi- 
zen of the territories could see him, but now it seems im- 
possible for our combined delegation in Congress to secure 
for the Corporation Commission of Oklahoma an interview 
with Mr. McAdoo, although -“‘the people rule.” 
! ‘ieanwhile Oklahoma is paying monthly for railway serv- 
ice five hundred thousand dollars in excess of the uniform 
twenty-five per cent raise levied upon the general public. 

‘Set knowledge, but with all thy getting, get under- 
If we are to know that a department of the 


State of Oklahoma cannot get the poor privilege of an in- 
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terview with the head of a similar department of the 
national government, let us have some understanding for 
the denial of our “right of petition.” 
Advise and oblige. 
W. D. Humphrey, Chairman. 
Sept. 3 ,1918. 


Hon. Charles E. Elmquist, Washington, D. C. 

The Commission has your telegram of August 31 and 
your letter of same date, likewise your letter of August 
29. We greatly appreciate your efforts and we are Satis- 
fied that the time will come when we can get our troubles 
up to Mr. McAdoo. 

Some time ago the Commission went to Chicago, thence 
to St. Louis. Before leaving Oklahoma we wired Senator 
Owen that it was useless to make the trip without assur- 
ance that the people we would see had authority to hear 
our matter upon its merits. We accomplished nothing at 
Chicago, and while at St. Louis we ascertained that the 
committee there had no authority and was really supposed 
to do nothing. Or, in other words, we found out while 
there this committee, or some of them, received a tele- 
gram from Mr. Chambers saying that the Shreveport scale 
would be extended to Oklahoma. If this was going to be 
done regardless of representations made or facts involved, 
Senator Owen could have been so advised, but he assured 
us upon definite inquiry that he had been advised that we 
might expect some real consideration at Chicago and St. 
Louis. 

The Shreveport scale when it was put in may have 
been a proper scale for the conditions involved in that 
particular hearing and it might have been proper under 
conditions then existing to have extended the -ssame to 
Oklahoma and other states, but, regardless of that propo- 
sition, it is unfair to Oklahoma as a basis upon which to 
predicate the 25 per cent raise for the reason that it is 
a modern scale and very much higher than scales existing 
in Arkansas, Missouri and Kansas and interstate hetween 
those states and Oklahoma. In these states and interstate 
traffic between them and Oklahoma the 25 per cent raise 
is put on scales made years ago, which consequently are 
much lower than the Shreveport scale, the latter being 
predicated to a Considerable extent upon raise of wages 
and high cost of material in latter days, You can thus 
see our point. 

Now, if Director Chambers or his office did advise Sena- 
tor Owen that we would get consideration at Chicago and 
St. Louis and then did advise the committee at St. Louis 
to do a definite thing without regard to our contention, it 
is very plain to see that Director Chambers has dealt 
neither candidly nor considerately with us. It is this sort 
of double dealing that we want to put squarely up to Mr. 
McAdoo so that we can find out once and for all whether 
or not we can expect our matter to be heard upon its 
merits, and if we can get before an impartial forum and ob- 
tain a courteous hearing we can prove the inequities of 
which we complain; if we cannot, then having exercised 
our right to be heard, we will be satisfied. We will not 
now or any time acquiesce in a bureaucratic order made 
without regard to the facts involved and the justice of the 
general situation. 

Your letter mentions the fact that you have talked to 
Mr. Claggett, secretary to General McAdoo, and for that 
reason we are mailing Mr. Claggett a copy of this letter. 

Jn Oklahoma we are doing all we can for the promotion 
of the national cause and we have great faith in the final 
triumph of what is right and we know that we will be able 
to interest Mr. McAdoo. We could interest Mr. Chambers 
if he were disposed to give the matter any consideration 
and possibly we might have interested the railroad com- 
mittee at Chicago and St. Louis, but conditions com- 
plained of above frustrated such hopes. The authorities 
at Washington will save time by hearing us, because we 
are going to keep up our demands until we get a com- 
petent hearing. 

‘W. D. Humphrey, Chairman. 
September 3, 1918. 
Hon. W. W. Hastings, Member of Congress: 

You will find herewith copy of a letter we are this day 
sending to Charles E. Elmquist. 

We appreciate how difficult it is for you to handle this 
matter informally with the ‘Railway Director without 
knowing the details. When you meet with these people 
they tell you they have done certain things and propose 
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to do other things, which necessarily you accept at the face 
value, but these assurances do not amount to anything for 
the reason that the Oklahoma Corporation Commission has 
never been able to get its contention squarely before any- 
one having authority, as this class of people apparently 
are individually and collectively too busy to pay attention 
tous. These regional committees, made up of railway em- 
ployes, are not inclined to hear the public side of the mat- 
ter, as their sympathies are all otherwise enlisted. 

The committee at Chicago, and maybe at St. Louis, did 
condescend to hear some few matters that needed atten- 
tion and perhaps have made recommendations on these 
points to Director Chambers, and when he talks to you 
about what they are doing he possibly has in mind the rec- 
tification of such discrepancies as may have been recom- 
mended by some regional committee. These matters fur- 
nish a talking point—good only for camouflaging purposes, 
but if acted upon would give no real or extensive relief. 

By reading copy of our letter to Mr. Elmquist, which is 
herewith enclosed, you will see something of the real 
situation. ; 

The reports of the carriers demonstrate that Oklahoma 
is paying monthly in excessive rates $500,000 more than 
the shippers of the state ought to pay if they were on a 
parity with those doing business under Kansas, Missouri 
or Arkansas rates, or under rates interstate between these 
states or any of them and the state of Oklahoma. The 
point that is overlooked is that we got our raise when 
the carriers met over night and put in a rate under cover 
of the Youmans’ decision. Now when Mr. McAdoo puts on 
his 25 per cent horizontal raise we get a double raise, and, 
whereas other.states and communities are presumably get- 
ting along with 125 per cent of the original normal rate 
we are subjected to approximately 160 per cent of the nor- 
mal rate existing just prior to the Youmans’ decision, and 
regardless of this decision, the fact is that the Oklahoma 
intrastate freight rate annulled was higher than the intra- 
state rates in Kansas and Missouri and was more favorable 
to the carriers than the interstate rate applicable upon 
traffic moving interstate between Oklahoma and Kansas, 
Missouri and Arkansas. 

If we can get an impartial hearing we can prove every 
contention we have made, and while being a component 
part of this Union and doing all we know down here to 
promote the general welfare and sustain the national cause, 
we do not want to be wholly excommunicated by some 
autocratic indisposition to hear and consider our just com- 
plaints. 

W. D. Humphrey, Chairman. 


RATES ON PETROLEUM. 


The Commission, in fifteenth section permission No. 821, 
has authorized an increase in pipe line rates on petroleum 
by the Tidewater Pipe Line Company, to cover the in- 
creased cost in labor and materials. The higher rates 
apply for collections in Illinois, Indiana, Pennsylvania and 
New York. The permission, however, is limited so that 
the rates for collection in Pennsylvania and New York may 
not exceed 32 cents per barrel. As to rates higher than 
32 cents per barrel for collections in Pennsylvania and New 
York, the company’s application, No. 6404, has been denied. 


JOINT USE OF TERMINALS 


Director-General McAdoo announced September 9 that 
effective September 15 the New York and Jersey City ter- 
minals of the Pennsylvania Railroad would be used by the 
Lehigh Valley Railroad. The present use of the Commun- 
ipaw terminal of the Central Railroad of New Jersey by 
Lehigh Valley passenger trains will be discontinued the 
same date. 

It is proposed to send Lehigh Valley trains Nos. 5 and 6, 
7 and 8, 9 and 10, 29 and 30, and 11 2nd 28 into the Penn- 
sylvania station at New York, while the remainder of the 
Lehigh Valley passenger service, consisting of trains Nos. 
1, 27, 33, 40, 22 and 34, will use the Jersey City terminal 
of the Pennsylvania. 


Passengers from downtown New York for trains leaving - 


the Pennsylvania uptown station will use the Hudson and 
Manhattan Railroad, trains connecting at Manhattan Tras- 
fer. Hudson and Manhattan trains and Pennsylvaia Ferry 
Fae ce also will be used by passengers for the Lehigh 
y trains leaving from the Pennsylvania’s Jersey City 
B No excursion business of the Lehigh Valley will 
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be handled out of the Pennsylvania stations at New York 
or Jersey City, and the Lehigh Valley will handle its troop 
trains at Communipaw. 


INLAND WATERWAYS DIVISION. 


In circular No. 53 Director-General McAdoo announced 
the creation of the Division of Inland Waterways, with 
G. A. Tomlinson as director, with office in Washington. 
H. S. Noble has been appointed federal manager of the 
New York and New Jersey. canals to succeed Mr. Tom- 
linson. The federal manager of the New York and New 
Jersey canals, the federal manager of the Mississippi-War- 
rior waterways, and the managers of any other federal 
systems of inland water transportation hereafter created 
by the Director-General will report.to the director of the 
Division of Inland Waterways. The director of the Divi- 
sion of Inland Waterways will take over the records and 
unfinished work of the committee on inland waterways, 
which is discontinued, its principal functions having been 
discharged by the investigations and reports which it has 
already made. 


DIVISIONS OF JOINT RATES. 


In Circular No. 31,.A. C. Johnson, chairman of the 
Western Freight Traffic Committee, makes the following 
announcement to chairmen of district committees and 
freight traffic officers of carriers under federal control, 
western territory: 

“Many inquiries are being received as to divisions of 
joint rates with short lines or lines not under federal 
control. 

“It is contemplated that all divisions between railroads 
under federal control and those which have been relin- 
quished will be taken up and considered in detail as soon 
as possible in an effort to determine whether or not they 
are on a fair basis or should be revised; in the mean- 
time, the question of allowing appropriate advances to 
such carriers will be determined on the basis of what 
seems fair and proper in accordance with past practices. 

“Any arrangements now made will stand until same 
can be reviewed at some later date, as above referred to.” 


REDUCED RATES. 


In circular No. 32 the Western Freight Traffic Com- 
mittee advises freight traffic officers that, excepting as 
specified, all arrangements for reduced rates or free freight 
service on material or supplies for charitable institutions 
or for state, county or municipal governments should be 
withdrawn. If any such rates have been published and 
filed with the Interstate Commerce Commission or state 
commissions application to the director of traffic must be 
made through the proper district freight traffic committee 
for permission to withdraw. Applications for rates on 
such traffic should be considered on their merits, it is 
stated, and reasonable rates made thereon as on like traf- 


‘fic for other shippers, without special concessions on ac- 


count of service being for state, county or municipal cor- 
porations or charitable institutions. No change will be 
made for the year 1918 in rates or rules for the handling 
of exhibits to or from state or county fairs, etc. 


BUY LIBERTY BONDS 


The Director-General desires that each federal treasurer 
shall be instructed to attach to all pay checks sent out 
between the present time and the close of the Liberty 
Loan campaign a paster carrying the following language: 


THE UNITED STATES OF AMERICA 


Needs as Much of This Money as You Can Possibly 
How Much Will You Lend to 
Your Country? 


Spare. 


BUY LIBERTY BONDS 
Or War Savings Stamps, to the Extent of Your 
Ability—Even if It Involves Real Self- 
Denial; and Help Win the War. 
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INEXPERIENCED EMPLOYES. 


Cc. H. Markham, regional director, in a circular to lines 
jn the Allegheny region, says: 

“The increased cost of labor, material and supplies and 
decreased efficiency due to inexperience of large numbers 
of employes have created such a condition that compara- 
tive cost figures are of but little value. It is, therefore, of 
the utmost importance that responsible officers should 
know that, all things being considered, the large amounts 
disbursed for operation and maintenance are being wisely 
spent. The way in which this can best be accomplished 
is by supervision, and you are urged to see that supervis- 
ing Officials are not only thoroughly trained in the work 
over which they have jurisdiction, but are also qualified 
to quickly teach inexperienced men how to most efficiently 
perform their duties.” 


W. J. FLYNN ON THE TRAIL. 


William J. Flynn, formerly chief of the secret service 
of the treasury, has returned to government service, as 
chief of the secret service of the Railroad Administration, 
peing attached to the section of claims and property pro- 
tection. Instead of chasing counterfeiters, as he did while 
in the treasury, he will give his attention to persons who 
preak into railroad cars and those who present fraudulent 
claims, which, if paid, would amount to a rebate from the 
published rate. He takes his new job on September 18, 
his appointment having been announced by John Barton 
Payne, chief counsel for the Administration. The claims 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
eompanies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 

Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
A ere sai laa dace . President 

Manager Traffic “Department, Cincinnati ‘Chamber of Com- 
merce and Merchants’ Exchange. 
W. H. Chandler ....... +ses.-- Vice-President 
Manager Transportation. ‘Department, Boston Chamber of 
Commerce. 
Oscar F. Bell -Secretary-Treasurer 
T. M. a Company, 836 South * Michigan Avenue, ‘Chi- 
Saas ° 
E. F. ..-.- Assistant Secretary 
5 man La Salle Street, Chicago, Til. 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
industries Located at Steriing and Rock Falls, Ill. 
A. N. Bradford President 
. W. Dillon. ainda sip ocak tata alain Aisne waresaesniul sea tasaialateaiaie Vice-President 
, Burleigh eats :tiaredtheantaseceneres Secretary-Treasurer 
Long Traffic Manager 
All correspondence —e to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, Ill. 
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and property protection section is part of the law branch 
of the Administration. 


EXPRESS CAR MILEAGE RATES. 

In circular CS-30, Manager Kendall of the car service 
section has notified all railroads that, in accordance with 
the terms of the contract between the Director-General 
and the American Railway Express Company, the usual 
mileage rates should be allowed on all cars belonging to 
the express company and used, in handling the business 
under the contract, over the railroad lines operated under 
federal control. The mileage rates on which such allow- 
ance should be based are as follows: Under 60 feet, 1%c 
per mile; 60 feet and under 70 feet, 2c per mile; 70 feet 
and over, 24%c per mile. 


FOR SALE. 
150 pieces 7 in. x 9 in. No. 2 White Oak Switch ties 10 ft. 
to 16 ft. long. Bargain if taken at once. L. E. Pearson, 
Edwardsburg, Mich. 


Blackmond’s Freight Rate Guide 


608 So. Dearborn St., Chicago, IIl. 


Telephone Harrison 2481 
Is the only Guide which includes the 


25% Increase 


ACCURATE HANDY | 
ALPHABETICAL POCKET SIZE 
LOOSE LEAF SIMPLE 


Price including changes in rates 
$7.50 per Year for Single Copies 


/ 


Your Prospective Customers 


are listed in our Catalog of 99% guaranteed Mailing Lists. It also 
vital oat qnansetions em S> Sdvertiee and ell pro pay trent, 


rices a any ey national Lists, —— 
stance, oe, Farmers, Noodle hits» Hardware Dirs., Zinc 
Mines, etc. This valuable Reference Book free. Write for it. 


Strengthen Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 
| yn will improve both your plan and copy, thusinsur- 
So. — Submit yous literature for pre- 
uotation—no obligation. 


Ross-Gould 


Mailing 
haestS St.Louis 


CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. 


R. R. GOVIN, President, 90 West Street, New York. 

R . PHAM, First Vice-President, 90 West Street, New York. 

0. E. THUR BER, ea Vice-President, 90 West Street, New York. 

GEO. K. LOWELL, Third Vice-President, in charge of Operation and Traffic, 
0 West Street, New York. 

N. B. HERSLOFF, Treasurer, 90 West Street, New York. 

G. S. Whitney, Secretary, 90 West Street, New York. 

8. J. ‘NATHAN, Freight and Traffic Manager, 4 West Street. New 


New York Offices, 90 West St., New_York 


J. ‘. —*. Assistant Freight and Traffic Manager, 90 West Street, 
ew York 
de oo BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 


T. W. MALEY, General Auditor, 90 West Street, New York. 
= W. KELLY, Assistant Auditor, 90 West Street, New York. 
P. CONNOR, Superintendent, Wagners Point, Baltimore, Md. 


HOMAS KEARNY, p.-- Seltetter, 90 West Street, New York. 
sxvente FROM WAGNER’S POINT TO CURTIS BAY 


Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., 


The 
to interior ports and to take care of outgoing freight Sor foreign countries. 
This company maintains a high standard of 


is in a position to receive all foreign freight destined 


service in the handling of shipments to and from the industries located on its line. The territory covered by 
this railroad offers superior sites for the location of industries of every descripti 


on. Firms, individuals and corporations contemplating the location of business 


enterprises are invited to correspond .“ith Samuel J. Nathan, 90 West Street, New York City. Maps and full information concerning available property will 


be promptly furnished. 


Mileage at present operated, 7 miles; additional under construction. 


Lighterage connection with all coastwise lines out of Baltimore for seaboard ports. 


‘ort Covington 


Exceptional location for plants desiring tidewater delivery. 
co ONS—At Clinton Street with the Pennsylvania Retieces % float at Wagner’s Point, C_& C. B. R. to Curtis Bay. ‘At P 
R. to Curtis Bay. With the Baltimore & ohio ‘Sewall Branch at Wagner's Point. 

rate. 


1 the Western Maryland via float to Wagner’s Point, C. & C. 
1 Mme ng 7 po Industries located on our line have the advantage of flat Baltimore 


Th: ough connections via these routes to all points East, West, bce and Pg 





THE TRAFFIC WORLD 


RIVER BARGE SERVICE 


The Trafic World Washington Bureau. 


Arrangements have been made by the Railroad Admin- 
istration for the inauguration of a barge service on the 
lower Mississippi, between St. Louis and New Orleans, the 
last week in September. Thirty steel barges, equipped 
with deck houses and therefore fitted for both package 
and bulk freight, and seven towboats have been assem- 
bled. The idea is to establish a weekly service between 
the two cities in time to relieve the fall strain on the 
railroads. The boats and barges will have 6,000,000 ton- 
mile per week capacity. 

The work of establishing a barge service on the Black 
Warrior with a view to bringing coal to New Orleans has 
also proceeded to the point where self-propelled steel 
barges with a capacity of carrying 300,000 tons of coal 
to New Orleans or Mobile per annum are ready for busi- 
ness. The Railroad Administration has leased the Lake 
Borgne canal and is assembling a fleet. A fleet is being 
repaired. The Black Warrior and Lake Borgne projects 
are old ones that have not been the most successful ones 
in the world, against the competition of the railroads. 

As to what kind of intermediate service the two barge 
lines will furnish will depend upon the kind of terminals 
that can be obtained at the different landings. The lines 
now operating on the river are in private hands and they 
may not welcome government competition, hence the 
necessity for negotiating for the use of terminals. 


MISUSE OF REFRIGERATOR CARS 


Regional Director Smith issues the following to eastern 
lines: 

“Attention is called ‘to the following quotation from 
report of the Refrigerator Car Committee of the Division 
of Operation: 


We wish at this time to call your attention to the misuse of 
refrigerator equipment, with particular reference to fruit and 
vegetable refrigerator cars, by.permitting them to be loaded 
with ice in body of the car, also commodites which are per- 
mitted by present tariffs have ice packed in the shipment, such 
as lettuce and spinach. To maintain an efficient refrigerator 
car it is imperative that the insulation be kept dry and it is a 
physcal impossibility to construct or mechanically waterproof 
insulation that will withstand shipments as above referred to 
without moisture coming in contact with floor insulaton. 

Another very objectionable practice on the part of some 
shippers or consignees is to leave in cars when unloaded at 
warehouses and team tracks large quantities of delayed fruits 
and vegetables, and at times some of them clean out their 
warehouses of these articles and put them into the empty cars 
and allow them to return to the Pacific coast. When the cars 
are badly contaminated it requires days, and in some cases 
weeks, to clean the car adequately for food products. This 
practice, we believe, could be easily stopped if warehousemen 
and yard clerks were instructed to see that all refrigerator 
cars are completely unloaded. We also recommend that oils in 
any form, or hides, or any other offensive articles, be restricted 
from these cars, as it requires considerable scrubbing and 
fumigating to remove the stains and odor and the water re- 
quired will necessarily get to the insulation. 

Another practice on the part of some shippers that should 
be discontinued is the use of nails and spikes through the sides 
and floor of the car for bracing, as these necessarily puncture 
——_. and form a channel for moisture to penetrate the 

nsulation. 


“The difficulty in carrying out these recommendations 
is appreciated, but everything possible should be done in 
that direction. Especially should the handling of green 
hides, oil and other contaminating commodities in refrig- 
erator cars be prohibited; also the driving of nails or 
spikes in the floor or lining of cars should be prevented, 
and the bracing in cars being placed without name in- 
sisted upon.” 


COMMISSION ORDERS 


Upon request of the Alabama & Vicksburg Railway 
Company, the Commission has ordered that under its order 
of Oct. 12, 1915, entitled “In the Matter of Modification 
of the Provisions of Section Six of the Act with Regard 
to Posting Freight or Passenger Tariffs at Stations,’ the 
Alabama & Vicksburg Railway Company be, and it is 
hereby, authorized to establish and maintain a complete 
public file of the tariffs, as provided in said order, at 
Vicksburg, Miss., instead of Jackson, Miss. It is further 
ordered, that the terms and provisions of the said order 
of Oct. 12, 1915, are not hereby modified in any way or 
to any extent other than as herein specifically stated. 

The Commission has permitted amendment in case 10118, 
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L. & N. Coal Operators’ Association vs. L. & N. R. R. Co, 
et al., so as to make William G. McAdoo, Director-Genera] 
of Railroads, an additional party defendant. 

The Commission has permitted amendment in case 10081, 
George E. Rice Potato Co., Inc., vs. B. & O. R. R. Co. ei al, 
so as to make William G. McAdoo, Director-Genera] 
of Railroads, an additional party defendant. 

The Commission has permitted amendment in case ‘667, 
Ohio Valley Co. Operators’ Association vs. L. & N. R. R, 
Co. et al., so as to make William G. McAdoo, Director. 
General of Railroad, an additional party defendant. 

The Commission has modified its order of June 
case 8710, Northwestern Terre Cotta Co. et al. vs. A. & 
St. L. R. R. Co. et al., so as to become effective October 
16 instead of September 16. 

The Commission has permitted amendment in case 10184, 
National Ship Building Co. of Texas vs. K. C. S. Ry. Co. 
et al., so as to make William G. McAdoo, Director-General 
of Railroads, an additional party defendant. 

The Commission has permitted amendment in case 
10184, National Ship Building Co. of Texas vs. K. C. §. 
Ry. Co. et al., making William G. McAdoo, Director-Gen- 
eral of Railroads, an additional party defendant. 

The Commission has permitted amendment in case 10089, 
Duckworth Co. vs. Illinois Central R. R. Co. et al., making 
the Nor. Pac. Ry. Co. an additional party defendant. 


4, in 


' 
receivers, Aetna 


l Digest of New Complaints | 


No. 10240. George C. Holt and B. B. Odell, 

Explosives Co., New York, vs. L. & N. et al. 

Against a rate of $2 per ton on nitrate of soda from Pen- 
sacola to North Birmingham as unjust and unreasonable to 
the extent it exceeds the rate to Corinth, Miss. Ask for 
reparation. 

No. 10241. Beaumont, Tex., Chamber of Commerce vs. United 
State Railroad Administration, Beaumont, Sour Lake & West- 
ern et al. 

Against rates on blackstrap molasses from points in Lou- 
isiana to Beaumont as unjust and unreasonable. Asks for 
carload rates and reparation. 


DOCKET OF THE COMMISSION 


Note.—items in the Docket marked with an —e 
anew, having been added since the last issue 
worid. Cancellations and postponements A EB, smd ase te 
show the change In this Doeket will be noted elsewhere. 


September 19—Atlanta, Ga.—Examiner Disque: 
10204—Consolidated Classification case. 


September 20—Portland, Ore.—Commissioner Atchison: 
10229—Public Service Commission of the State of Washington 
et al. vs. W. G. McAdoo, Director General of Railroads, 
U. S. R. R. Administration et al. 


September 23—Portland, Ore.—Commissioner Aitchison: 
il. & S. Docket 1161—Reconsignment Case 3. 
10173—Reconsignment and diversion rules. 
15th Sec. App 5307 filed by E. Morris. 
15th Sec. App. 5318 filed by E. Morris. 
15th Sec. App. 5319 filed by E. Morris. 
15th Sec. App. 5566 filed by E. Morris. 

October 2—Argument at Washington, D. C.: 
wk = Brick Co. et al. vs. Pa. R. R. Co. et al. 
1. & 1024—Southwestern potato rates. 

2674 Chamber of Commerce of Greeley et al. vs. C. & S. Ry. 
0. et a 


October 3—Argument at Washington, D. C.: 
ae Lumber Co. et al. vs. Northwestern Pacific R. R. 
oO. 
a Ey ee Valley Lumber Assn. et al. vs. Sou. Pac. 
o. eta 
October 4—Argument at Washington, D.°C.: 
9882—American Window Glass Co. vs. W. Md..R. R. Co. et al. 
9990—St. Ellen Coal Co. et al. vs. St. L. & B. E. Ry. Co. et al. 
ew 44 5—Argument at Washington, D. C.: 
- 490—Lumber transit privileges at Buffal m 3. Z. 
7306--Buttalo Lumber Exchange -_ Buffalo Chamber of Com- 
merce vs. Ala. Cent. Ry. Co. et 
Or ae ae Elgin & C Chicago R. on. Co. vs. Ind. Harbor R. 
R. Co. et 
bin Creek Cons. Coal Co. et al. vs. C. H. & D. By. 
Co. et al. 
Copier 9—Argument at Washington, D. C.: 
- & S. Docket 1118—Live stock loading and unloading charges. 
“<< Live Stock Exchange vs. A. T. & S. F. Ry. © 
eta 
. & S. Docket 1156—Shipments in refrigerator, insulated of 
+ ee cars. 
October 10—Argument at Washington, D. C.: 
8834—Kettle River Co. vs. Mo. Pac. Ry. Kg et al. 
oe een -Foshee Lumber Co. vs. F. A. & G. R. R. Co 


9797-"Robert Abeles et al. vs. Alex. & Western Ry. Co. et #! 
9907—Commercial Club of Omaha vs. B. & O. R. R. Co. et # 
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September 14, 1918 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 

yable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 


A POSITION is open for an auditor with the corporate body 
of a standard gauge road. Apply to C. I. M., care of The 
Traffic World. 


WANTED—Position as commercial or industrial traffic man- 
ager. ‘Twelve years’ experience in freight traffic, handling 
rates, claims, tracing, etc. At present chief clerk in railroad 
office handling approximately ten million dollars’ business an- 

Thirty-three years old. Class four in Can 
furnish referenees of highest character. Address X, care of 
The Traffic World, Chicago. 


WANTED—Position as traffic manager, industrial concern or 


. M. G., care of The Traffic World, Chicago, Ill. 


MAN, 45, several years’ experience claim department com- 
mon carriers, seeks connection industrial concern freight claim 
agent. Asher, Traffic World. 


WANTED—Traffic Managership; experience, ability and char- 
acter qualifications justifying minimum three thousand dollar 
position, with prospects. Address ‘‘Prospect,’’ care of The 
Traffic World, Chicago, IIl. 


WANTED—tTraffic position with very large industrial concern 
where young man with twenty years of technical and practical 
traffic experience of a wide scope can have plenty to do. Be 
glad to discuss matter and furnish as references some of the 
best traffic people in the business, commercial and railroad. 
Address D. T. C. 20, The Traffic World, Chicago, IIl. 


TRAFFIC MANAGER of commercial organization in 
western city of 80,000 desires to make change. Will con- 
sider position with industrial or commercial organization. 
Age 29, eleven years’ experience, class four draft. Can 
furnish publications and references to vouch for my ability 
and initiative. Minimum salary $2,400. Address T. M., 
care Traffic World, Chicago. 


TRAFFIC MANAGER is seeking desirable opening; sixteen 
years’ experience, railroad and industrial. Thoroughly familiar 
with I. C. C. regulations and procedure; rates and efficient 
handling of claims. Capable of assuming charge or organizing 
traffic department. Married. Address ‘‘Manager,’”’ care of The 
Traffic World, Chicago, III. 


L. E. STANTON 


SAN FRANCISCO, CAL. 


D. T. BERRY 


Export Warehousing Insurance 


Space, Rates and Ocean Bills Lading procured 
to China, Japan, Russia, Phillippines, Straits 
Settlements, India, Hawaii, Central and South 
America. All Trans-Pacific Ports. Best Bank- 
ing and other references. Vast experience in 
Transportation. 


STANTON & BERRY 


461 Market Street San Francisco, Cal, 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400 2500S. Robey St., Chicago, Ill 


THE TRAFFIC WORLD 


ASSOCIATED 
TERMINALS CO. 


Terminals Located at 


SAN FRANCISCO 
SEATTLE SACRAMENTO 


EXECUTIVE OFFICES 
SAN FRANCISCO, 324 Sansome St. 


SEATTLE, 

CHICAGO, 

SACRAMENTO, 
* NEW YORK 


808 L. C. Smith Bldg. 
647 Marquette Bldg. 
P. O. Box 72 
71 Broadway 


BOOKINGS MADE TO ALL FOREIGN 
POINTS VIA PORTS OF SEATTLE 
AND SAN FRANCISCO 


We perform every necessary 
terminals service for ship- 
pers at ports of Seattle 
and San Francisco 


General Storage 


Customs Clearances and Entries 


Freight Forwarding 


Preparing and Securing Bills of Lading 
Securing Permits and Licenses 


Public Weighing 
Ship’s Clerking 


Stevedoring 


Grain and Beans Cleaned, Polished and 
Graded 


Oriental Oils Transferred From Packages 
to Bulk 


Reconditioning 
Stenciling Cargoes 


Resacking 


Marking Strapping 


Over Sacking 








HE three Liberty Loan issues already success- 
fully floated have been put over by the win- 
the-war spirit of the American people. 

In connection with the great work of awakening and 
quickening to action the spirit of war sacrifice which 
has been the greatest factor in the success of Liberty 
Loans it would be impossible to put too high a valua- 
tion on the splendid voluntary work of American 
business men, bankers, labor leaders; and moulders 
of thought in all professions and occupations. 

The very success of this volunteer leadership in 
creating enthusiasm has shown the desirability of 
organized methods for increasing its usefulness. And 
particularly to suggest to those leaders who feel that 
their circle of action is relatively small the enormous 
amount of good they can do as a whole if each no 
matter how small or great (relatively) his sphere 
may be, will act with enthusiasm and system. 
The great factory or store, society or club, church, or 
other organization with, say 5000 employees, mem- 
bers, or audience, does a great work in “‘selling’’ the 
Liberty Loan idea to such an aggregation. But that 
work is fully matched in aggregate importance by a 
hundred such institutions whose average payroll, 
membership, or audience, comprises only fifty per- 
sons each. 

The nation has much other work to do. The Liberty 
Loan drives are necessarily carried through largely by 
volunteer work. In consequence they must be limited 
to specific brief periods for the actual subscription to 
the bonds. 


HESE brief sharp compaigns have the advan- 
tage of building up white-hot waves of enthusi- 
asm, but it is extremely difficult in such 
periods to secure close contact with all the wage- 
earning and money-making units of the public and 


similar institutions. 


THE TRAFFIC WORLD 


What you can do 
next Liberty Loan 
Read this carefully—then ACT 








‘‘Win-the-War’’ Meetings need not be limited to gatherings of employees. 
equally effective if organized as ‘‘town meetings’’—or by clubs, societies, churches, lodges or 
Leadership, organization, and a definite program will work wonders. 
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especially to bring home personally to each individual 
the important serious personal relation which he or 
she should have to the war and to the successful 
financing of it. 

To the accomplishment of that great end it is now 
proposed that the leaders of thought and action in 
America and especially the employers of labor, 
great and small, whether in store or factory, whether 
engaged in production or distribution, 













hold a meeting of your em: 
ployees shortly previous to the 
Fourth Loan campaign, not 
to take bond subscriptions but 
to arouse serious enthusiasm 
for the forthcoming Loan. 










\ a aes organizations are small, as for exam- 
ple small stores, similar organizations in the 
same or related lines of business can be invited 

to participate in one meeting. As for example, all the 

grocers in a small city, or all those in a given section 
in a large city, might get together in one mecting. 

But it would be a grocers’ meeting. In such cases tt 

would usually be wise to keep related trades together. 

Whether the audience be great or small, every 
effort should be made to “‘stage’”’ the meetings effec: 
tively, to make them interesting and instructive and 
above all to give employees themselves an oppor 
tunity to speak, to discuss, to suggest, to enthuse 
their fellow employees. 
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THE TRAFFIC WORLD 


NOW to help the 


It is not essential that such meetings be called 
Liberty Loan meetings — they would better be an- 
nounced as ‘‘Win-the-War” meetings, and above all 
itshould be made clear that no attempt will be made 
at these meetings to secure or accept subscriptions for 
Bonds or money for any purpose whatever — but in 
all the speaking and discussion attention should be 
largely devoted to the forthcoming loan. 

The Fourth Liberty Loan Campaign _ begin on 
September 28th. 

All of the preliminary meetings should he held not 
earlier than September 10th and not later than Sep- 
tember 25th, unless there are special circumstances 
which would make an earlier or later meeting 
expedient. 


HE LIBERTY LOAN BUREAU has pre- 

pared a booklet setting forth ‘‘Suggested Pro- 

grams for Meetings to Prepare for the Fourth 
Liberty Loan.”’ 

They have asked us as publishers of a business 
paper to bring this suggestion for patriotic service 
to the attention of our readers and to urge its hearty 
adoption by all stores, factories, employers of labor 
in any capacity, societies, clubs or organizations of 
any kind who can arrange such meetings. 

We have been furnished with copies of the booklet 
giving “‘Programs for ‘Win-the-War’ Meetings’’— 
and will send a copy promptly to anyone signing the 


Sign the Coupon 
Mail it to 


Send me f.. 


THE TRAFFIC WORLD 


418 S. Market St., Chicago, III. 


Get the Book 
Hold Your Meeting 


and 
make it a 
‘““hummer’’ 


Signature 


This space contributed to the winning of the war by 
THE TRAFFIC WORLD. 


rf 


I pledge myself to organize and hold a ‘‘Win-the-War’”’ 
previous to the opening of the Fourth Liberty Loan Campaign in 
order to help float the Loan. 


coupon below and mailing it to us. The signing of 
the coupon is your pledge to hold such a meeting 
either of your employees or of_some similar group 
which you can bring together previous to the Fourth 
Liberty Loan Campaign and your pledge when 
received will be turned over to the Liberty Loan 
Bureau and officially acknowledged. 

Such meetings organized in the ‘‘Win-the-War’’ 
spirit will not only help tremendously to insure 100 
per cent subscriptions to the Fourth Liberty Loan 
among employees of industrial and commercial con- 
cerns, they will do more than almost any other one 
thing could to develop among all ranks of the public 
the stern spirit of sacrifice and the necessity for 
loyal, constant, steady service of each and every one 
in the great national work of victory for the cause of 
Liberty and Democracy. 

They will serve to educate and make clear to all 
the vitally important way in which work and sacrifice 
here in our midst help and sustains the work of our 
fighting men ‘“‘over there.”’ 

This is an opportunity for every American business 
man to do a great and helpful work for the Fourth 
Liberty Loan and one which will help win the war. 


There is plenty of time for efficient action. There 
is no time to lose in preparing for that action. 


THE TRAFFIC WORLD. 


meeting 


copy of Liberty Loan Committee Booklet ‘giving 


suggestions for Programs for such meetings. 


Position or Title 


* If a Society, Club or similar organization give name here. 
t If more than one copy is desired state number. 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC, 





Cable Address “HARSTEELE” 


SSS” The J.B. W. Stele Co. 


New York New Orleans Galveston Texas City 
Savannah ee San Francisco 
Speciai attention given 
Orleans for Latin Americas. ‘Owe are prepared to arrange 
financing or credits on shipments. 


CHICAGO 


Chicago Storage & Transfer Co. (Not Inc.) 
5817-61 WEST 6STH STREET 


Seeeient, fasion Sr ee aa ee ; 
distribution a specialty. motor deliveries throughou' a 
very reasonable prices. Floors for rent. 

INSURANCE RATE, 15 CENTS 24-CAR SWITCH 


Western Transfer and Storage Ce. 


220 TO 226 Sra ST. 
EL. PASO, TEXAS 
FORWARDERS AND Crore Tene 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only F storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 


EDGAR’S SUGAR HOUSE, INC. 


620-532 LAFAYETTE BLVD. 
DETROIT, MICH. 


t Sreprect warehouses on tracks of princi et ae 

The two fireproof warehouses on river 

front. Lowest ce rates in the city. Twelve auto 
trucks for delivery. Write for further particulara. 


Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 














Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL ST@RAGE-DISTRIBUTORS 
Heey arehousemen and Forwarding Agents. Drayage and 
eavy 


Hauling a Spocteky. Ftreproof Warehouse. Low- 
Insurance Rate in City. 


GALVESTON, TEXAS 





oAKi ANU CALIFORNIA sacranento 
role] Mmoy- Wc ae-) ark Alot 


LAWRENCE WAREHOUSE @ 





CHICAGO 


Jos. Stockton Transfer Co. 


1088 Seuth Canal Street, near Tayler Street. 


Teaming ef Every Description—City Deilvery Service 
and Cartoad Distributors 


shipments through New 


“RESHIPPING WAREHOUSE | 


F.W. HAGEN 4 CO. 1131 EAST 771TH STREET 


CHICAGO, ILL. 


LOGICAL DISTRIBUTING CENTRE 
Ceatral House, Dock House (100 x 400’) 
Grand Crossing, DL 


L G eo Nickel Plate Delivery. Belt of Chgo. or B. J. & B Del’y 
Ample Private Car Switch and Lake Dock Facilities. 
Pe ees oak Coteege Evetgs Bove Tree 
GENERAL MERCHANDISE STORAGE, TRANSFERRING IN TRANSIT 


Governed by Illinois Public Utilities Commission. 


CHARLOTTE, N. C. 


Best distributing point in North and South Carolina. 
ie Car Distribution, General Merchandise Warehouse, 
reproof Building, North and South Carolina Distributors 

Hoge to 2 Electric Co., De Laval Separator Co., 
New York; B. J. Johnson Soap Co., Milwaukee; Cudahy 
Packing Co., Chicago, Ill. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us. 


AMERICAN BROKERAGE & WAREHOUSE CO. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to = ints. House- 
hold goods assembled and shi lots at reduced 
rates. Cars sent to our warehouses without 

GENERAL a AND STORAGE 
Fireproof Buildings—' Space, 7 cars. 
Service—the ade ef our success. 


CARTER TRANSFER & STORAGE C@., 8th and @ Sts. 


ST. JOSEPH TRANSFER CO. 
spony EXPRESS” 
ST. JOSEPH - - - - MO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


~ CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a specialty. 


THE CINCINNATI TRANSFER Co. 


Established 1859. 





Correspondence Solicited. 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without a. Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO 4,2 Utrore 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high ew 5 = rates means greater difference between carload 
less carload rates than heretofore. 


Send prone on 
nd us yoursatributien to North, South, East and West 











Louisville Public Warehouse Co., Inc. 


Accumulators and Distributors of All Classes of Freight. 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 
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DIRECTORY OF ATTORNEY 


THE TRAFFIC WORLD 


569 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMM SSION 





Claude W. Owen 


“ WALKER & OWEN 


ATTORNEYS AT LAW 


John R. Walker 


interstate Commerce Litigation 
Exciusively 


Aunsey Bidg.. WASHINGTON, D. C. 








Burean of Applied Economics 


Southern Building, Washington, D. C. 
Transcription, Compilation and Analysis 
of Data from ‘Records of Interstate Com- 
merce Commission. 


Exhibits ag So for Freight 
Rate Cases. 


References Furnished. 
Correspondence Solicited. 


BOERS, WATER 2. URC 


Formerly Attorneys for 
Interstate Commerce Commission 


Matters Affecting Carriers and 
Public Utilities 
1630 First Nat'l Bank Bidg., CHICAGO 


BISHOP & BAHLER 
TRAFFIC MANAGERS 
All Traffic and Transportation Matters 


Interstate Commerce and State Commis- 
sion Cases. 


SAN FRANCISCO, CAL. 
Merchants’ Exchange 


Oakland. Cal., Los Angeles, Cal. 
ist Sav. Bank Bidg. Kerckhoff Bidg. 


JOHN ANDREW RONAN 


ATTORNEY AT LAW AND COMMERCE 
COUNSEL 





Twenty Years’ Practical Experience in 
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In 1910, Mr. M. L. Pulcher, Vice Presider t and General Manager of the Federal Motor Truck Company, 
personally accompanied the first Federal to its destination in Lynn, Massachusetts. There its 
purchaser, the National Pop Corn Works, put it to work and it has been working uninterruptedly 
ever since—its record for performance so nearly 100% perfect as to seem almost incredible. 


The First Federal 


Eight years spans practically all of the history 
of motor trucks. 


In that time, this first Federal has witnessed 
a complete revolution in haulage. 


It has seen motor haulage practically supplant 
the horse and open the way to a broader com- 
mercial growth. 


It has seen the motor truck come to the rescue 
in a war-time crisis when freight congestion 
swamped the over-burdened railroads. 


It has seen the first small Federal factory 
grow to a mammoth plant and the name 


Federal Motor Truck Company 


is Still on the Job 


‘Federal’? on the radiator become a national 
institution in itself signifying sure, efficient 
haulage at lower cost. : 

The record of this first Federal’s eight years 
of successful service differs from Federals follow- 
ing it only in length of service. Each one has 
contributed. its share to reputation for efficient 
performance and general good will that Federal 
now enjoys. 

Federal, therefore, takes a peculiar pride in 
this forerunner of Federal success, justifying as 
it does in its faithful service day in and out, the 
early ideals which animated Federal builders. 


Detroit, Michigan 


58 Federal Street 


The worthy 3% 
ton descendant of 
a sturdy pioneer. 


“Return loads 
will cut your 
costs.”’ 


Capacities One to 
Seven Tons 


Write for Federal 
“‘Trathic News.”’ 
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